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SATURDAY, JUNE 27, 1874. 


[Entered according to Act of Congress, in the year 1874, by the Rart- 
BROAD GAZETTE, in the office of the Librarian of Congress, at Wash- 
ington.) 


CATECHISM OF THE LOCOMOTIVE. 
By M. N. Forney, Mechanical Engineer, 
PART X—(Conrrmvzp). 

THE VALVE GEAR, 


Question 224. Which parts of the link-motion nave the 
greatest influence on the distribution of steam ? 

Answer. The lap of the valve and the throw of the eccen- 
trics. The effect of any change of these upon the distribution 
is very similar to that produced if a single eccentric is used, 
which was explained in the answers to Questions 49, 50 
and 51. 

Question 225. What is the effect upon the admission of in- 
creasing the throw of the eccentric with the same lap ? 

Answer. Asalready explained the effect is to increase the 

















period of admission, or in other words to cut off later in the 
the stroke, and also to increase the middle of the opening ot 
the steam-port or the distance which the valve throws over 
the port. This hasan importauvt influence upon the admis- 
sion, when the link-motion is used. 

Question 226. What is meant by the angular advance of 
the eccentrics ? 

Answer. It is the angle which a line drawn through the 
center of the axle and the center of the eccentric makes with 
a vertical line when the crank 1s on one of the dead-points or 
centers. Thus in fig. 141 the crank A is represented on the 
front center. In order to give the yalve the necessary lcad 
the eccentric must be moved ahead of the vertical line a b. 
The angle c which the line e f (drawn through the center of 
g of the eccentric and f of the axle) makes with the vertical 
line is called the angular advance, 

Question 227. What is meant by linear advance ? 

Answer. By linear advance it is meant the distance which the 


a oe | 
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> has moved from its middle position at the beginning of 
© stroke of the piston. This is the same as the distance of 
ie eenter of the eccentric g from the vertical line a, b, fig. 


QuEstion 228. Why does the cut-off occur earlier with an 
eccentric having a short throw than with one which gives more 
travel to the valve ? 

Answer. Because it isnecessary to give the eccentric with 
the short throw more angular advance in order to give the 
valve the required lead. This is illustrated in fig. 142, in 
which a section of a valve, V, and ports c, g, and d, are rep- 
resented. In order to simplify the diagram as much as pos- 
sible the rocker is left out and the valve is supposei to be 
moved by the rod R directly from the center a of the eccen- 
tric. *The effect of the angularity of the connecting rod and 
eccentric rod is also neglected. The circle ab ¢ f represents 
the path of the center of an eccentric having 5in. throw and 
hij the path of one having 84%in. throw. In order to give 
the valve the required lead, which is supposed to be just line- 
and-line at the beginning of the stroke, the linear advance 
of the valve must be equal to the lap, or %in. If therefore 
we draw a line, p a, parallel to the vertical center line e, k, 
an. % in. from it, the intersection ofp a at a and h with the 
paths of the eccentric will be the centers of the eccentrics. If 
through these centers and the center of the circle lines, 0 a, 


effect produced upon the admission of using an eccentric with 
a small throw and corresponding amount of lap is, the ports 
are not opened so wide as with an eccentric having a larger 
throw. 

Question 230. How do eccentrics with a short throw, and 
valves with a corresponding amount of lap, affect the admission 
with a link motion as compared with eccentrics having a larger 
amount of throw and greater lap of valve ? 

Answer, The chief difference is that the ports are not 
opened so wide tor the same period of admission. Thus in 
fig. 144 is a series of motion-curves drawn with a model of a 
link motion like that illustrated in fig. 108. The eccentrics 
had 5 in. throw, and the valve % in, lap outside and 7-16 in. 
inside, Fig. 145 represents a series of curves, drawn with the 
same arrangement of valve-gear, excepting that the eccentrics 
had 3% in, throw and the valve %in. lap. In both cases the 
curves represent the mction of the yalve when cutting off at 
the same point of the stroke. The following table will show 
the relative amount of opening of the port. 

It will be seen from this that the eccentric with 5 in, throw 





and 0 p, be drawn, the angles which they make with the ver- 
tical e k will be the angular advance. It will be seen from these 
lines that in order to give the valve the required lead 
it is necessary to give the eccentric with the small 
travel more angular advance ‘than is necessary for the 
one with the larger throw. It is obvious, too, that 
when the center of the larger eccentric has reached the point 
b the valve will have received its greatest travel, and that 
when it reaches p the steam-port c will again be closed or the 
steam cut off. If the small eccentric is employed, the valve 
will then have its maximum travel when the center h reaches 
s, and the port will be closed when it reaches i. By drawing 
lines, o p, and o n, through i and p, it will be seen that from 





the beginning of the stroke until the steam is cut off, if the 
large eccentric is employed, it, and consequently the shaft 
and crank, must move over an angle measured by the arc q ¢ p. 
If the small eccentric is used, it and the crank must move 
through an angle measured by the arcuin. In other words, 
the crank must turn a considerably greater distance befor: 
steam is cut off with an eccentric having a large than with on 
having a small throw. 

It is also quite obvious from fig. 142 why the port is openec 
a shorter distance with a small than with a large eccentric 
The distances o s and o b are equal to half the throws of th: 
eccentrics, or 1% and 24% in. The linear advance or is n 
both cases % in., and therefore after the port begins to oper 
the valve will be moved by the small eccentric a distance: 
| which is equal to 1%—%=% in’, and by the large one 24% 
%=1% in. 

Question 229. What is the effect on lhe admission of givin, 
an eccentric with a small throw the same angular advance as on 
with alarge throw, and then reducing the lap of the valve % 
that the lead will be the same in both cases ? 


Answer. The admission and the cut-off occur at the sam 





points of the stroke, but the ports are not open so wide, Thi 
is illustrated in fig. 148, in which the paths of two eccentric 
having the same throw as those in fig. 142 are represente 
The center, a, of the larger eccentric is represented in th 
same position ir fig. 143 as in fig. 142. If a line is drawn fro: 
the center of the larger eccentric to that of the axle, and if th 
center, h, of the smaller eccentric is located on the intersec 
tion of this line with the circle representing its path, then th. 
smaller eccentric will have the same angular advance, but th 
linear advance measured by the distance o ¢ will be only % ir 
If the valve have the same lap as in fig. 142, its steam edges » 
the beginning of the stroke will occupy the position repr 
sented by the dotted lines A, B. If these edges are cut of 
as shown by the full lines and shading, then the valve wi 
have the same lead asin fig. 142. It is obvious, too, that i 
the smaller eccentric has the same angular advance it wi! 
reach the point v, at which, with the reduced lap, the stean 
will be cut off, at the same time that the center, a, of the larg: 
ec*entric will reach p, at which point it cuts off the stean 
with the valve having the large lap. There is, however, thi: 
difference in the distribution, that in the one case the valv: 
opens the port a distance equal to ¢ s,and in the other a die- 
tance equal torb. As otis equal to the linear advance of the 
small eccentric, or 5% in., andos to half the throw of the ec- 
centric, or 1%, bs is equal to1% —%%j=1in. The distance 
r b, as shown above, is equal to 24% — % = 1% in., so that the 





*It will be seen that this cau°es the position of the center of the 
eccentric to be reversed. 


gives a greater width of opening for every point of cut-off 





| Width of Opening of Steam-Port. 
Point of Cut-Off, 








‘ecentric 5in, throw.| Eccentric 3% in, throw, 





6 in 7-92 in. | 5-32 in. 
g« 9-32 * 316 “ 


10 « | 11-32 « 7-32 “ 
9-32 “ 











than the one with 834% in. throw. For the higher admissions 
this is not important, but when steam is cut off short it will |. 
observed that the width of the opening is very small. At high 
speeds the small opening is a great disadvantage. 
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Question 231.—Has it been determined,what amonnt of open- 
ing is required for given speeds of the piston ? 

Answer.—Not with any degree of accuracy. It is customary 
to make the area of the ports about one tenth that of the 
piston. It is certain, however, that with steam-ports of this 
proportion an opening considerably less than their whole area 
is sufficient to maintain steam at boiler pressure in the cylin- 
ders. One of the defects of the link motion is that the open- 
ing of the port is very small when the steam is cut off short. 
1 t is best, therefore, to secure the largest practicable opening 
of the ports for the lower points of cut-off. 

Question 232,— What are the proportions of the valves anid 
eocentrics used in the ordinary practice in this country ? 

Answer.—The following report made by a committee of the 
Master Mechanics’ Association will show the proportions 
used on thirty-five different railroads, and is a fair indication 
of the common practice. 
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Question 238. What should be the width of the bridge between 
the steam and exhaust ports ? 

Answer. It is usually made about the same thickness as the 
sides of the cylinder, in order to secure a good casting; but 
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Question 237. How are the notches in the sector arranged? 

Answer. They are usually arranged so that the steam will 
be cut off at any full number of inches of the stroke when the 
reverse-lever is in each one of them. Thus tne notches are 
located so that the steam will be cut off at 6, 9, 12, 15, 18 and 
21 inches, or at 6, 8, 10, 12, 15, 18 and 21 inches of the stroke. 
A notch is also placed so as to hold the link in mid-gear. In 
some cases as many notches as there isroom for are put into 
the sectors, The latter seems to be much the best plan, as it 
gives more gradatiops in which the valve-gear can be worked, 
and it is a matter of no consequence whatever in the working 
of an engine whether the steam is cut off at some full or some 





fractional number of inches of the stroke; and by referring to 
fig. 144 it will be seen how very great the difference of the dis- 
tribution of steam must be as indicated by the 5th, 6th and 7th 
motion-curves. 

Question 237. How long should the reverse lever be? 

Answer. The lever should be sufficiently long so that in 
throwing the link from full gear forward to full gear backward 
the handle A will move notless than four times the distance 
that the link is moved. It is much better to give the lever five 
or even six times the motion of the link, as there will then be 
a much easier action in reversing the engine. This will also 
muke it possible to use longer sectors, and give room for more 
notches, 





sometimes it is necessary to make it wider, in order to prevent 
steam from escaping from the steam-chest into the exhaust, 
which is apt to be the case if a valve has little lap and a long 
travel, 

Question 234. What determines the width of the exhaust port? 

Answer. The throw of the valve. This will be clear if we 
refer to fig. 146, which represents a valve with a travel of 544 
in. It will be seen that when it is in the extreme position in 
which it is shown the width A of the opening of the exhaust 
port is very small, If this opening is contracted too much it 
will of course interfere with the free escape of the exhaust 
steam. It is therefore best to make the exhaust port so wide 
that with the greatest travel of the valve the width of its 
opening will be either quite or very nearly equal to the width 
of the steam-port. 

Question 235. Where is the reverse lever located and how is it 
constructed ? 

Answer, It is located on the foot-board* as shown at k’ k’ 
plate 2. It consists of a lever, o o, with the fulcrum at the 
lower end, The reverse-rod l k, which connects the lever 
with ‘the vertical arm k of the lifting shaft, is attuched 
above the fulcrum. Figs. 147 and 148 represent side and 
end views of the lever on an enlarged scale, and with 
some of the details attached which are omitted on 
Plate 2, C, Care two curved bars, which in this country are 
usually called quadrants, but in England are called (and more 
properly) sectors. These are placed on each side of the 
reverse-lever and are fastened to some portion of the engine. 
They have notches, n, n, n, cut in them to receive the latch L, 
which slides in a clamp, H, and holds the reverse-lever in the 
notches in which itis placed. This latch is operated by a 
trigger, 0, which is grasped by the locomotive runner when he 
takes hold of the handle A of the reverse-lever. The trigger 
works on a pin, Z, as a fulcrum and is attached to the latch 
by arod,rr. When the trigger is pressed up against the 
handle, the latch is raised out of the notches by the rodr r, 
and is pressed into them again by the spring s when the trig- 
ger is released. JF’ is a set-screw which presses against a gib, 
, and is intended to keep the latch tight and prevent the 
reverse-lever from shaking. 

*Th: fvot-board k' k’, plats 2? and 8, is a plattorm for the locomo- 


tive rummer and fireman to stand on and ig located at the back end of 
the engine, 








for overcoming or neutralizing the weight of the link and other 


QUESTICN 238, What provision is made in the reversing gear 


parts of the valve-gear ? 
Answer, Their weight is counterbalanced by the pressure of 
a spring of some kind. In fig. 103 the two volute springs en- 
closed in a case, H, are used for this purpose. These are com- 
pressed by the rod m, which is attached to a short arm, /, on 
the reverse shaft A, when the link is lowered, and consequent- 
ly the tension of the spring resists the weight of the link when 
the latter is down or in forward gear. Different kinds df 
springs are used for this purpose and sometimes are attached 
to the reverse-lever instead of to the lifting-shaft. 

QuEsTIoNn 239. What is meant by “ setting” a slide-valve ? 

Answer. It is to fasten the eccentrics in the right position 
on the axle and to adjust the length of the eccentric-rods and 
valve-stem so that the valves will give the required distribu- 
tion of steam. 

Question 240. How are the valves of a locomotive set ? 

Answer. After the wheels, axles, main connecting-rods and 
valve-gear are put in their proper positions, put the rocker- 
arm in the middle of its throw, and lengthen or shorten the 
valve-stem so that the valve will be in the center of the valve- 
face. Then place the crank on the forward center and the full 
part of the forward motion eccentric above and that of the 
backward motion eccentric below the axle, and fasten them 
to the axle temporarily by tightening up the set-screws. 
Then throw the link down until the block comes opposite to 
the end of the eccentric-rod, and turn the wheels,* and at 
the same time observe whether the travel of the valve is equal 
to the throw of the eccentric, and also whether it travels 
equally on each side of the center of the valve-face. If its 
travel is greater than the throw of the eccentric, raise the 
link up ; if less, lower it down until the two are just equal, 
and then mark the position for the notches on the sections or 
quadrants to receive the latch of the reverse-lever. If the 
valve does not travel equally on each side of the center of the 
valve-face, either lengthen or shorten the eccentric-rod as 
may be necessary. Repeat this operation for the backward 








* This can be done by moving the engine on the track, or by raising 
it off its whvels, so that the latter can be turned without moving the 
former. In some shops a pair of ro.Jers is put in the track so that by 





motion, by raising the link up until the block is opposite the 
end of the lower eccentric-rod. After having done this, go 
over the whole process again to see whether it is all. correct, 
Now with the crank on the forward center, and the link in ful] 
gear forward, loosen the set-screws in the forward eccentric,and 
move it around the axle so that the valve will have the required 
lead and then fasten it again. Now raise the link up into ful) 
back gear, and set the backward eccentric in the same way, 
Then turn the wheels so as to bring the crank on the back 
center, and observe whether the lead is correct for the back end 
of the cylinder. If it is not, lengthen or shorten the valve-stem 
or eccentric-rod so as to make the lead alike at both ends, and 
if it is then too much or too little, it can be increased or 
diminished by moving the eccentrics on the axle. 

Great care must be taken in setting valves to be sure that 
the cranks are exactly on the centers or dead points, and it jg 
impossible to set them in that position with sufficient accuracy 
from the motion of the piston or cross-head, and therefore the 
centers of the crank-pins should always be set so as to cone 
form to a line drawn through the center of the cylinder and the 
axle. When the cylinders are horizontal, it is of course only 
necessary to place the cranks on a horizontal line drawn 
through the center of the axle. 

When the valves are set it should also be noticed whether the 
axle-boxes (whose construction will be explained hereafter) 
are in the center of the jaws, and if not they should be moved 
to the center by driving wooden wedges between them and the 
frames ei‘her above or below, as may be required. The posi- 
tion of the boxes has a very material influence on the valye- 
gear. 

I? it is intended to lay off the notches on the sectors so as to 
cut off steam at certain definite points of the stroke, these 
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Fig. 148. {ae 1a7. 

points should be laid off in the guides from the motion of the 
cross-head. The latter being placed in any of the 
required positions at which steam is to be cut off, 
the reverse-lever should then be moved so that the link wil 
just close the admission port. The lever can then be clamped 
to the sectors, and the wheels turned so as to show whether 
its position is ccrrect for each end of the stroke. As before 
stated it is impossible to get the ordinary link-motion to cut 
off at exactly the same points at both ends of the cylinder, but 
a very close approximation can be made by proportioning the 
different parts properly. As has already been stated, it is be- 
lieved to be a much better plan to put as many notches in the 
sectors as possible, than to locate them for certain definite 
points of the stroke. 

In setting the valves of locomotives care must be taken to 
turn the wheels forward for the forward motion and backward 
for the backward motion. 

Atter the valves are set the position of the eccentrics on the 
shaft should be marked, so that in case they become loose om 
the road they can easily be set again. It is usual, too, 
mark the position of the valves with centre-punch marks 
the valve-stem and on the stuffing-box of the steam-chest, 8 
that with a gauge made for the purpose the position of the 
valve can be determined without taking off the steam-chest 


cover. 
‘ : é 
In some cases the eccentrics are keyed on, which is don 


after their position is determined by setting the valves. Tie 
ends of the set-screws which are used to fasten the ane 
trics should be cup-shaped and case-hardened, 80 48 = 
as securely as possible to the axle when they are screw 
down. 


Questions for the German Railroad Technical Convention. 


We published in our issue of May 9 the questions concert 
ing locomotives and cars which are to be reported po? oa 
discussed at the Technical Convention of the German orf 
roads which is to be held next September. Below we give | 
other questions, ot which there are two series, one ws 
road construction and the other working. We eye 
before, from the Organ fur die Fortschritte des Hisen 
wesens : 














placing the driving wheels on them they can be turned without any 
difficulty. 


A.—CONSTRUCTION OF ROAD. | haw there 
1. Bessemer Steel Rails.—What new experience 
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been with Bessemer steel rails, especially with regard to the 
oints, or the substitutes for them for fastening the rails, par- 
Seslaity on sections with grades, or where brakes are used, and 
with suspension joints ? 

9. Steel-headed Rails.--Have there been any later experi- 
ments with rails having the foot of fibrous iron and a Besse- 
mer steel head rolled on? 

8. Construction v Supersiructure.—In view of the constant- 
ly increasing speeds and loads of trains, does it seem neces- 
sary (on crowded sections of road with short curves and heavy 
grades) to the maintenance of a good track surface, to provide 
in addition to the fish-plate connections of the rail joints and 
the fastening of the rails by means of hook spikes or tie bolts, 
still further means to prevent the sinking of the rail foot into 
the ties and the resulting canting and lateral bending of the 
rails, and likewise to prevent the lateral shifting of the rails 
(spreading) ; finally, what construction is proposed for this 

urpose 
P 4. Cost of Maintenance with Suspension Joints.—What has 
been the experience with regard to cost of maintenance when 
the suspension joint is used in connection with the use of the 
solid joint, with iron and steel rails? 

5. Breaking of Fish-plates in Suspension Joints.—When the 
suspension joint is used does a heavy grade of the road (for 
example, 35 feet tothe mile or more) favor the breaking of the 
fish-p ates ? 

6. Iron Superstructure.—What new experience is there in 
favor of a superstructure wholly iron, and what system has the 
most advantages ? 

7. Wire-work Barriers.—What construction of wire-work 
barriers answers most perfectly the demands of the road-police 
regulations by cheapness of first cost and simplicity of man- 
agement ? 

8. Orossings.—What further experiments have been made 
with crossings with moveable parts; are such recommended 
for English switches, and if so what methods of construction ? 

9. Three-throw swilches.—What further exnerience has been 
had with switches for three tracks \. hich makes their employ- 
ment unadvisable in main tracks? (§ 65 of the Technical Reg- 
ulations. ) 

10, English Switches and Guide in the Center Frogs.—What 
further experience has there been with regard to the use of 
English switches, and what improved means are employed to 
supply the lack of a guide in the middle crossing pieces 

1. Heating Systems for Enqine-Houses and Workshops.— 
What heating system has proved best for great workshops and 
engine-houses ? 

2. Roofing for Engine-Houses,—What roofing has proved 
best for engine-houses, with regard to the durability of the 
fastenings ? 

14, Polygonal Engine-Houses with Iron Domes.—How bave 
the large polygonal engine-houses covered with iron domes 
stood the test? Especially, do the advantages gained by 
these structures stand ina eae relation to their consider- 
ably greater cost, compared with annular shops with an un- 
covered table in front? 

14, Play between Wheel and Rail.—With what curve on the 
side of the rail-head can the space between rails for the play 
of the whecls amount to not less than 10 and not more than 
15 millimetres (0.4 to 0.6 inch) ? 

15. Foundations of Oorrect Statistics on the Life of Rails.— 
What principles are to be followed in order to obtain accurate 
statistics concerning the life of rails ? 

Experience hitherto with regard to the life of rails is of little 
service. The average results to be obtained from great num- 
bers are lacking, and these are to be reached only by compar- 
— made according to similar principles on the 

erent roads, 

Reasons.—Therefore the preparation of a uniform method of 
ee opey for a'l managements isrecommendable. At present 

he life of rails is measured according to time on some roads, and 
on others according to the gross load which passes over them. 
Besides these, the speed of the trains seems to have an im- 
portant influence. _What is needed, therefore, is to ascertain 
&proper combination of the elements coming into considera- 
tion, in accordance with which, then, uniform statistics of 
all German roads can be prepared. 

16. Premiwms for Maintenance of Road.—Which railroad 
Managements have introduced a system of premiums for the 
work of maintaining road, and what system; and what influ- 
enee has it exercised on the condition of road maintenance in 
comparison with the previous years? 

11. Preserving Ties.—What further experiments have been 
made yee ay the means of extending the life of ties? 

18. Rules for Constructing Superstructure.—According to the 
present condition of experience is it practicable to decide 
ome generally acknowledged primary rules for railroad super- 
structure of broad-footed rails on oak ties, and what rules can 
be recommended as such for consideration ? 

19. Iron Superstructure.—What experience has been had 
with regard to the preservation of the iron parts of iron super- 
structure which lie in the ballast permanently? 

4%. Joint Ties and Joint Fastenings.—When suspension 
ats are used, what distance of ties from the joint and what 

h-plate connection has proved best? 

21. Causes of the Breaking of Steel Rails.—To what causes 
are the breakages of cast-steel rails to be ascribed ; to a weak- 
sning of the rails or change in their structure during manu- 

ture, especially by straightening them when cold? 

2. Respective Disadvantages 0, Running on Points of 

8 and Backing Trains.—What result do the statistics 
4 ar offer toward enabling us to weigh against cach other 

Age dangers: Running against the points of switches and 
tint @ the trains ; and finally what further collvctiun of sta- 

ow on this matter is required ? 

s Penn s.— The avoidance of entering switches by the point 
of late desired more and more on the main lines. Opposed 
a lessening of this danger from the switch points, how- 
®t, ig an increased danger of collision, both on account ot 
he 8reater difficulty of switching the trains when they over- 
a eack other, aud also on account of the more difficult 

Yement and the blockades arising therefrom. 
PR train managers fear the latter danger more than the 
fee er, especially on roads with heavy traffic. The statistics 
wis ere chiefly only the danger from running towards 
dee Profile of Frogs.—What kind of profile on the inner side 
Whee Hh Protects most effectually against the running up of the 
much wo ~+4 when running against points, when the tires are 


vt. Equilibrium of Adhesion and Resistance.—Is not the 
p> a condition of equilibrium between adhes on and re- 
latter on the rails exceeded more to the disadvantage of the 
tricts’ ea cially on railroads in hilly and mountainous dis- 
; 8nd what is to be done to remedy this? 

lecomoti -—Through the constantly poor 4 weight of the 
sdheeie ves and the increased speed of some of ti:e trains the 
question on the rails has gows to sucha degree that this 
coden satises, chiefly for the customary superstructure with 
les, broad-footed rails and suspensicn joints. 


atin ‘ng of Rails.—What means have proved most 
motte for Preventing the creeping of track, vithout using 


%.— Barrier Ga i 
es.—Is it not generally advisable to prefer 
wa gates turning on a horizontal oxia to those turning on 
%. P xis? 
pai ints for Bridges.—Comparison of experiences on the 
aime, ingrid 8; etek, urability and maintenance of 
%8. High w, paint. 


ages for Laber.—What means are adapted to 


4. Graphical Repr 





work most effectively in railroad construction against the 
influence of the effects of wages for labor, and which have 
n so materially of late years? 

29. Carrying out Railroad Projeets.—In these last years of 
special activity in railroad construction, what has been the 
experience with regard to the manner of executing the 
projects (letting the work as a whole, large contracts, small 
contracts, or construction by the company tly), and what 
manner of carrying them out offers the greatest security for a 
permanent and cheap execution of the works? 

30. Use of Aneroid in Preliminary Surveys.—What is the 
experience in measuring heights with the aneroid barometer 
in general preliminary railroad surveys ? 

C.—APPARATUS FOR OPERATION. 


1. Electric Bells.—What is the later experience with regard 
to the various constructions of the bell apparatus, and the 
employment of a constant or an interrupted current, and what 
combination has been approved ? 

2. Portable yy Apparatus.—What is the experience 
with regard to the use of portable ey yf apparatus in 
comparison with the stationary apparatus for sections of road? 

8. Communication between Passengers and Train-men.— 
What apparatus have been introduced for establishing com- 
munications between passengers and train-men for the pur- 
pose of stopping the train during the run, and what system 
can be recommended for adoption? 
ion of the Traction Power, the 
Condition of the Track, the the Running Time, and the 
Halts.—On what roads have apparatus with a graphical repre- 
sentation for measuring the traction power, for control of the 
running time and stops, and for ascertaining the condition ot 
the track superseded the test stadium and come into perma- 
nent, practical use, with statement of the principles of the ap- 
paratus worthy of recommendation ? 

5. Block Signals.—What systems of block signals are in use 
on the railroads, and what experience has been had with re- 
gard to their reliability, and with regard to their effect on the 
safety and we ap nd of operation ? 

6. Mechanical Correspondence between Switch Positions and 
Switch Signals.—What apparatus have been brought into use 
for making the movement of trains safer at all points where 
collisions are liabie to occur, by warning through the switches 
and signals, snd what apparatus is to be preferred ? 

7. Switch Signals. at apparatus has been tried and is 
recommended for ascertaining the position of switches which 
are at a distance of 300 metres (1, feet) outside of the sta- 
tion yards? (§ 3 of the Regulations for Road Police.) 

8. Switching from a Central Point.—Is the mechanical ap- 
aratus for setting the switches of a large station from a cen- 
ral switch tower approved, or is the electrical control of the 

switch and signal positions of a station inthe manner of the 
block signals anywhere practically introduced, and what has 
been the experience with regard to it ? 

9. Petroleum in Si .—What experience has been had 
with petrolecm for illuminating the signals at switch and 
guard stations in place of oil? 

10. Car Covers.—Is the use of open cars with awnings of 
economical advantage, in view of the costlinees of the latter 
and their liability to damage ? . 

11. Works for Switching.—Is it advisable, in view of the im- 
portant extension of the switch-yards whose construction is 
now begun or projected in various ways, to adopt in suitable 
cases a system of tage | or making up with transfer plat- 
forms and turn tables, and reduce somewhat the extent of 
ground and save time in the work of switching itself? Has 
there been any and what experience with making up trains by 
means of steam transfer platforms ? 

12. Timber Trucks.—Do you approve the carrying of wood, 
iron or other materials on timber trucks in such a way that 
the trucks are connected only by the loads and without the 
use of rigid couplings, and under what circumstances ? 

13. Damages to Cars.—By what measures and means can we 
permanently work against the excessive injuries of cars occur- 
ring of late years, especially in switching ? 

14. Communication between Passengers and Train-men.— 
What arrangement promises the best practical result for ena- 
bling the traveling public to communicate with the train-men 
during long runs of trains ? 

15. Checks for Track Watchmen.—What is the simplest 
method of exercising from the stations control over the track 
= in order to know that they are at their posts and not 
asleep 

16. Train Barrier Signals.—Is it advisable to make arrange- 
ments at train gates by which the engine-men will know from 
a distance whether the gates are closed or not, and in what 
way should such arrangements be made? 

7. Juedel & Co.'s Switches and Signals.—How has the ap- 
paratus for setting switches and signals from a central point, 
reported to have been furnished by Max Juedel & C»., of 
Brunswick, for the Brunswick, the Berlin, Potsdam & Magde- 
burg and Magdeburg roads, been approved? 

18. Juedel’s Safety Switch.—Have experiments been made 
with the so-called safety switch of the same firm, and if so, 
what has been the result ? 

19. Sliding of Loads of Rails.—By what means can the 
sliding of loads of rails on cars while running be effectually 
prevented ? 

20. Planting Slopes.—In view of the imperfection of the 
nee hitherto constructed, is there any kind of 
plant more suitable for planting slopes, etc., than grass, which 
when dry is easily kindled ? 








Transportation in Congress. 





In the Senate, on the 17th: Mr. Pratt, of Indiana, at the in- 
stance, as he said, of Mr. B. F. Wade, Attorney of the North- 
ern Pacific Railroad Company, called up the Senate bill to 
amend the act in relation the survey of certain lands 
granted to the Northern Pacific Railroad, He said the charter 
of that road provided that a certain quantity of land on each 
side of the road should be conveyed to the road. Some 10,000- 
000 acres were due under this clause, but had been withheld 
by the Government on account of the clause in the Sundry 
Civil Appropriation bill of 1870, which required the cost of the 
survey to be paid by the comeent- is proviso was in direct 
contravention to the original charter, and why it was put in 
the ageepeiation bill he was at a loss to understand. 

Mr. Davis, of West Virginia, said he understood that seven 
or eight hundred thousand dollars were involved in this bill 
and all railroads receiving public lands heretofore had paid 
the cost of the survey. He saw no reason why this roa’ should 
be made an exception to the rule. 

Mr. Howe, of Wisconsin, inquired why the bill could not be 
amended so as to extend the same relief to other roads. 

Mr Pratt, of Indiana, said, if amended, it would probably 
fail on account of want of time. 

The bill was then posses without amendment. 

Mr. Sprague, of Rhode Island, from the Committee on Public 
Lands, gp without amendment the bill extending the 
time for the completion of a railroad in Louisiana from the 
Texas State line toa point on the Mississippi River opposite 
Vicksburg. Placed on the calendar. 

The amendments of the House to the bill to authorize the 
Baltimore & Ohio Raiload to change the location of its track, 
and construct a branch road in the District of Columbia, were, 
on the motion of Mr. Davis, of West Virginia, concurred in, 
and the bill was passed. 

In the House, on the 17th: 

The bill reported by Committee on the District of Columbia, 


eetarting bo Baltimore & Ohio Railroad to construct a lat- 
eral road from its Washington Branch to intersect the Metro- 
politan Branch of the road. Passed with amendments, 

In the Senate on the 18th; 

Mr. Pratt, of Indiana, introduced a bill to charter a double 
track freight railroad from tide water on the Atlantic to the 
Missouri River and to timit the rates of freight thereon. Re- 
ferred to the Committee on Railroads, 

Mr. Howe, of Wisconsin, from the Committee on Pacific 
Railroads, reported, with amendment, the House bill 
amenéatory of the Pacific Railroad act of July 2, 1864, with an 
amendment in the nat~re of a substitute, which amendment 
s that the portions of the Union Pacific and Central 

acific Railroads and their branches, upon which trains have 
been run during the past year, shall be accepted as com- 
pleted within the meaning ofthe 3d section of the act of July 
1, 1862, and the patents shall issue for the lands granted in 
aid thereof as rapidly as the surveys of the United States are 
extended, which surveys shall be made at the cost of the 
Government. The amendment further repeals that portion 
of the act which requires the grantees of the said lands to pay 
the cost of such surveys. Placed on the calendar. 

In the House on the 18th: 

On motion of Mr. Wells, of Missouri, the rules were sus- 

nded and the bill granting the right of way to the Arkansas 

a Railroad through the public lands in Colorado was 
passed. 

On motion of Mr. Orr, of Iowa, the rules were suspended 
and the bill granting the right of way to the Nevada County 
Narrow-gauge Railway was passed. 

In the Senate on the 19th: 

Mr. Sargent, ot California, called up the House bill granting 
the right of way through public lands to the Nevada County 
Narrow-gauge Railroad. Passed. 

In the Senate on the 20th: 

Mr. West, of Louisiana, from the Transportation Committee, 
submitted an amendment to the River and Harbor Appropria- 
tion bill. providing for a board of five engineers, to be ap- 

inted by the President, to make a survey of the mouth of 

he en River, with a view to determine the best 
method of obtaining and maintaini g a depth of water suffic- 
ient for the purposes of commerce either by a canal from said 
river to the waters of the Gulf or by deepening one or more of 
the natural outlets of the saidriver. Agreed to. 

On motion of Mr. Windom, the appropriation for improvin: 
the Mississippi above the Falls of St. Anthony and the falls 
themselves was increased from $50,000 to $200,000, of which 
$25,000 must be expended on the river above the falls, 

Mr. Windom subinitted an amendment to the River and 
Harbor bill, appropriating $200,000 for surveys and estimates 
for the improvements recommended by the Senate Select Com- 
mittee on Transportation, upon the four routes indicated in 
the report of the said committee, and also upon a route from 
the mouth of the Youghiogheny Kiver, to continue the slack- 
water navigation up said river, to its head waters at the foot 
of the Allegheny Mountains; thence by canal to the Cumber- 
land, intersecting there the Chesapeake & Ohio Canal, Agreed 
to. Yeas, 28; nays, 12. 

In the House on the 20th: 

The Senate amendment to the House bill for the collec- 
tion of the 5 per cent. of net profits of the Pacific railroad 
companies was concurred in, 

The Senate bill for the incorporation and regulation of rail- 
road companies in the ter:itories was referred to the Commit- 
tee on Public Lands, 

The Senate bill to extend the act of March 3, 1878, for the 
extension of time to the St. Paul & Pacific Railroad Company 
for the completion of its road was concurred in, 

In the House on the 23d: 

The Senate bill extending the right of way to the Al- 
legheny Valley Railroad through the arsenal grounds at Pitts- 
burgh was taken up and passed, 

The Senate bill in regard to the survey of the lands of the 
Northern Pacific Railroad Company was referred to the Com- 
mittee on Public Lands. 

This being the last day of the session, this record is closed, 

The following includes the titles ot all the bills passed dur- 
ing the session referring directly to railroads and transporta- 
tion, except such as may have been passed in the closing 
hours: 

Extending the time for the completion of the Green Bay & 
Sturgeon Bay & Lake Michigan Ship Canal in Wisconsin. 

To extend the time for the completion of the Wisconsin Cen 
tral Railroad. 

To forfeit to the United States certain lands granted to the 
Placerville & Sacramento Valley Railroad Conaeny to aid in 
constructing a railroad from Folsom to Placerville. 

To amend an act to regulate the carriage of passengers in 
steamships and other vessels, approved March 38, 1855 

To authorise the County Commissioners of Thurston 
County, W. T., to issue bonds for the mg of constructing 
a railroad from Budd’s Inlet, Puget Sound, to intersect the 
Northern Pacific Railroad near Tenino. 

To legalize and establish a pontoon railroad bridge across 
the Mississippi at Prairie du Chien, Wis., and at Clinton, 
Iowa. 

To forfeit certain i lands granted to the Stuckton & 
Copperopolis Railroad in the State of California. 

To au orize the Baltimore & Ohio Railroad Conpens to 
construct a branch and to change the location of 1ts road 
within the District of Columbia, and for other purposes. 





Railroad Manufactures. 
The Baltimore Bridge Company has recently finished a 
bridge over the Passaic River for the Erie Railway, and one 
new span for the Havre de Grace bridge over the Susque- 
hanna. Itisat work on a four-span bri ge ove the James 
River at Lynchburg, Va., for the Washington City, Virginia 
Midland Great Southern, and a double-track bridge for 
the Baltimore, Pittsburgh & Chicago at Tiffin, O. 

The Barney & Smith Manufacturing Company at Dayton, O., 
is building six coaches for the Pullman Palace Car Company, 
two parlor cars for the Indianapolis, Cincinnati & Lafayette, 
and several passenger cars for the Indiana & Illinois Central. 
The Roane Iron Company's rolling mill at Chattanooga 
Tenn., is running full time. The Vulcan Rolling Mill is still 
closed, 

The National Locomotive Works of Dawson & Bailey at 
Connellsville, Pa., have recently received orders for 12 loco- 
motives. 

The new car shops of the Allegheny Car and Transporta- 
tion Company at Swissvale, Pa., were —— by fire June 
10. The shops had not long been completed, and work in 
them was only c mmeuced April1l. The shops cost $20,000, 
the machinery $25,000, and there were destroyed besides 15 
unfinished cars and a large quaniity of lumber. 

The Brady’s Bend Iron Works at Brady’s Bend, Pa., were 
sold plmcens at Sheriff's sale to Col. W. D. Slack, of Pitts- 
burgh, for $97,000. 
ebster & Marks recently completed, in their shops at 
Chattanooga, Tenn., a passenger engine of 3 feet gauge for the 
Louisville, Harrod’s Creek & Westport road in Kentucky, 





—Mr, Carlos Dutton, formerly Superintendent of the Rome, 
Watertown & Ogdensburg Rai ot died at his residence in 
Rochester, N. Y., recently, at the age of 66 years. 

—ihe Illinois Republican Stace Convention has nominated 
as its candidate fur State Treasurer Mr. Thomas 8S, Ridgeway, 





of Shawneetown, President of the Springfield & Illinois South- 
eastern Railway Company, from its beginning till now, 
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Editorial Announcements. 





Addresses.— Business lelters should be addressed and ‘drafts 
made ee to Tue RarRoap Gazette. munications 
for the ntion of the Editors showd be addressed Eniroe 
RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially as- 
sist us in making our news accurate and complete y they will 
send us early information of events which lake” under 


their observ , such as changes in railroad officers, organi- 
zations and changes of companies, the letting, a and 
improve- 


—-. contracts for new works or 
of ones 


, experiments in the ion of roads 


and machi and wn their management, particulars as to 
the business of railroads, and suggestions as to its improve- 
ment, Discussions of subjects pottnining to ALL DEPARTMENTS 


of railroad business by men —— acquainted with them 
are especially desired, 8 will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
repels ord annual reports, some notice of all of which will 
be shed, 





Adverti t We wish it distinctly understood that we 
will entertain no proposition to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our columns our own opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machi ,, supplies, 
financial schemes, etc., to our readers can do so fully in our 
advertising columns, but it is useless to ask us to recommend 
them editorially, either for money or in consideration of adver- 
tising patronage. 











THE LOUISVILLE & Soe RAILROAD AND ITS 
E 





The Louisville & Nashville Railroad Company publishes, 
we believe, without exception the most elaborate report of 
operations which comes to the light in America—sur- 
passed in elaboration, so far as we know, only by some of 
the European government reports. The report is evidently 
prepared so as to serve for the thorough study of the traffic 
of the company, giving information which most other 
companies keep to themselves, if they collect it at all. It 
seems to us a most valuable document, serving better for 
the study of the general question of transportation than 
any other, owing to the variety and number of the facts 
given. But these very things, which give the value of the 
work for study, make it difficult to comprehend by a rapid 
reading, or to anatyze with anything like completeness. 

The Louisville & Nashville belongs to a limited class of 
roads, and is, take it altogether, doubtless the most im- 
portant of its class, which is composed of those lines 
which unite the distinctively Southern States —those 
whose products, and especially exports, are almost exclu- 
sively Southern—with the food-producing and manufac- 
turing Northern States. To this class belong the Rich- 
mond, Fredericksburg & Potomac, and the Washington 
Citv, Virginia Midland & Great Southern in the East, the 
line formed by the St. Louis & Iron Mountain and the 
Nashville, Chattanooga & St. Louis, the new St. Louis & 
Southeastern, the Mississippi Central, and, west of the 
Mississippi, the late Cairo & Fulton, now part of the con- 
solidated St. Louis, Iron Mountain & Southern, and, in 
the Far West, the Missouri, Kansas & Texas. These roads, 
with the Atlantic seaboard and the Mississippi River, form 
almost all the routes of communication between the North 
and the South. In so far as they are through routes 
their business consists chiefly of the interchange 
of Northern and Southern products. Unlike the 
great roads of the North and South. alike, they 
carry comparatively little produce towards the sea- 
board for export: Northern produce does not go to the 
Gulf or the South Atlantic to find vessels, and Southern 
produce has sea-ports nearer by, and if it seeks a vessel in 
a Northern port finds its way thither either by sea or per- 
haps by one of the Virginia roads. The cotton carried 
north by the roads across Kentucky (and the Virginia 
roads as well, we believe) is chiefly for domestic consump- 
tion. The flour, corn, hay, provisions, and merchandise 


which they carry to the South are almost wholly con- 





sumed there. These roads therefore may be said to be 
almost excluded from foreign traffic. Some of them, like 
the Louisville & Nashville itself, have lines so far south, 
however, as to be properly considered Southern lines with 
a proper Southern traffic of cotton towards the sea-board 
or Eastern market, while what we have said has reference 
particularly to those roads or parts of roads which are 
properly “‘border” railroads—which serve to unite the 
Southern with the Northern lines. 

Now as the number of these roads is not great and they 
thus serve to unite two great sections of our country with 
differing products, it might be supposed that these would 


Psé° | be great traffic routes. Indeed, it has been laid down as a 


principle by some economists that such routes are neces- 
sarily on meridians, since products vary with the climates 
and the climates with the parallels, and commerce con- 
sists in the exchange of different products. But the ex- 


: isting facts prove the contrary. The great traffic routes 


follow parallels and not meridians, and the latter are 
the paths only of a smaller and _ subordinate 
commerce. Without attempting to give the reason 
of this for the world generally, for the United States we 
may say that the prevailing course of traffic is determined 
by the fact that the consumers of our exports are almost 
wholly to the east of us; that our own consuming district 
of raw products is in the extreme eastern part of our terri- 
tory; that the North consumes the products of our South 
only after an elaborate manufacture almost wholly con- 
ducted in the East; and that the South, having altogether 
a comparatively small population and a wealth smaller in 
proportion, produces, though imperfectly, a large propor- 
tion of the heavier products of the North in quantity suf- 
ficient to cover most of its wants. That is, the South, 
while raising Southern produce exclusively for export, 
raises largely Northern produce for consumption. It sells 
cotton and tobacco to the North and to Europe, but at the 
same time has an enormous acreage in corn, which is the 
staple food of its men and animals, and an uncultivated 
area several times as large as its plow land which serves 
as scanty pasture for the hogs and cattle which yield its 
people a very large share of their meat. The North there- 
fore sends the South, besides merchandise, a portion only 
of its food and forage and draught animals. The traffic 


from the South is, however, much smaller in 
bulk than in value, as agricultural products 
&c., so that the comparatively small proportion 


of its supplies which that section receives from 
the North vastly outweighs the cotton and tobacco 
which it sends there. So with only nine roads uniting 
the South with the North over a space of fifteen hundred 
miles, none has or at present needs a double track, while 
the most productive line, fed by a great system of branches 
which receive most of the traffic of a great State, produces 
about $15,000 a year per mile. 

The through traffic between the South and the North 
being thus not very large, the traffic of the border rail- 
roads, which are in fact ‘‘great trunk lines,” inasmuch as 
they serve to unite the railroad systems of two sections 
of the country just as truly as do the Fort Wayne, the 
Lake Shore and the Michigan Central, does not nearly 
equal in bulk that of above-named lines. One or two 
border roads, however, have a really lerge through traffic 
secured to them by the fact that they occupy passes, as it 
were, with no competitor on either hand for a hundred 
miles, and a system of feeders at either end of a compar- 
atively short line (like the line from Nashville to Chatta- 
nooga); but generally the prosperity of the roads depends 
largely on the prosperity of the country alongside as well 
as that beyond them. 


The Louisville & Nashville, while owning two of the 
best through lines south of the Ohio (Louisville to Nash- 
ville and Louisville to Memphis) is more than any other 
Southern railroad property, except the Central of Georgia, 
a system of roads, after the example so common in the 
North. With one line extending southward from Louis- 
ville through Nashville and Decatur to the heart of Ala- 
bama, at Montgomery, and another southwestward to Mem- 
phis, it works in addition four branches varying from 
10 to 110 miles in length, and, with the main lines, 
occupying a large part of the most productive 
part of Kentucky, one of them extending pretty well to 
the eastern border of the productive district of that State. 
So while its main lines give desirable routes for traffic 
from Alabama and the States west of it to the North and 
East, and from the same and the Southern States east of it 
to the Northwest, its branches collect and pour upon the 
main line a large proportion of the traffic of a State. 
While two of its lines serve to gauge the traffic between 
the South and North, the system as a whole is a pretty fair 
indication of the prosperity of Kentucky. 

This variety in the property adds greatly to the bulk of 
the report, for the detailed figures concerning the opera- 
tions are given separately for each line worked, so that 
each of the parts as well as the property as a whole may 
be studied. 


The whole mileage owned by this company is 605.75, 
which with its rolling stock and that used on 132 miles of 





leased lines has cost nearly $23,000,000 or $37,850 per 





mile. It has other property (including $3,500,000 of 
South & North Alabama bonds) which has cost it about 
$2,600,000. This whole property is represented by 


Stocks ($14,027 per mile).........:.ccsescccoscssseseeseess $8,981,499 
Bonds ($24,466 per mile)............scscccceoceceseceee oe 14,820,500 
Total ($90,203 per mille)............ccssescccscssceveees $23,801,939 


which is nearly $1,800,000 less than its cost. Of the 
bonds, $849,000 are issues of the city of Louisville which 
are not a mortgage upon the road. 

Of the bonded debt $10,830,000 bears 7 per cent. and 
the rest 6 per cent. interest, and the total annual interest 
charge is $997,580, which is at the unusually low rate of 
$1,647 per mile of the road owned. As the gross earnings 
for the year reported (ending with June, 1873,) were $8,105 
and the net earnings $2,330 per mile of road, there is seen 
to be such margin as makes these bonds a solid security, 
for which they enjoy a reputation indeed. The balance, 
however, was sufficient only for a dividend of a little less 
than 6 per cent. on the whole amount of capital stock out. 
standing at the close of the year. Seven per cent. was 
paid in dividends, but the amount of stock was consider- 
ably increased during the year. 

The company also virtually controls the South & 
North Alabama Railroad, from Decatur south to Mont- 
gomery, Ala., which with the leased Nashville & Decatur 
Railroad gives it an independent line to the South. This 
road, recently completed, is not expected to yield an 
income at first, but may eventually be remarkably pro- 
ductive, as the country on its line is rich in coal and iron 
ore, and iron can be made there cheaper perhaps than any- 
where else in the country. ; 

To return to the peculiarities of the report. That of 
the Vice-President and General Superintendent, Mr, 
Albert Fink, after giving the length of the different lines 
worked, the gross earnings and expenditures of the total 
owned and of each leased, proceeds to an ‘ Analysis 
of the Business of the Year 1872-73.” Under this head 
first comes a table with columns for increase and for 
decrease of each separate item on each separate line worked, 
(Main Stem, Bardstown Branch, Knoxville Branch, Rich- 
mond Branch, and Memphis Line), and columns for the 
total increase and decrease of each line’s earnings. Next 
is a statement of ‘‘ Through Freight Business,” which 
gives first the through freight earnings for two years, 
distributed into four classes, viz.: from Louisville to 
Nashville ; from Nashville to Louisville ; from Louisville 
to junction points on Memphis Line ; from junction points 
on Memphis Line to Louisville. This statement, by the 
way, shows that the through freight earnings for the year 
were about 62 per cent. of the total freight earnings. 
Then follow tables of tonnage shipped from Louisville, 
Cincinnati, Eastern seaboard cities, and other points 
north of the Ohio River to Nashville proper, points be- 
yond by Green Line, do. by other lines, to Nashville 
& Decatur and South & North Alabama roads and to 
local points on those roads, followed by a table of 
revenue from the shipments; then the reverse tables, 
that is for tonnage and revenue from the latter points or 
roads to the former, followed by a comparison with the 
preceding year. These tables account for the Main Stem 
through traffic, and a similar set follows for the Memphis 
line giving the same information for shipments from the 
four points first mentioned to no less than thirteen points 
on or beyond this line, and from these thirteen southern 
to the four nerthern points. Another set gives similar 
facts for the Nashville & Decatur and South & North Al 
bama traffic, in which under revenue the proportion 
coming to the Louisville & Nashville is given separately. 
These tables make possible a minute study of every branch 
of the through traffic and the revenue from it and its 
fluctuations, and ought to be very suggestive to those who 
have charge of the cultivation of such traffic. Thirty-one 
tables, covering 104 pages of the report, fortify the state 
ments of the General Superintendent. Some of these até 
condensed for his use, among which is one (condensed 
table) showing the quantity of each of forty-two different 
articles shipped on each line and on the whole system for 
the year reported and the previous year. The tables 
proper give this information for each station. Other - 
densed tables give the quantity of each of these articles 
shipped from and to Louisville by each of these lines. 
The passenger traffic is analyzed with similar elaboration, 
after which there is a general consideration of the local 
business. ( 

“Revenue and Operating Expenses and General Be 
sults” first deals with the whole system owned, giviM 
such items as train mileage, earnings and expenses P 
train-mile, earnings and expenses per mile, 
and tonnage mileage and average receipt per mile, 
car mileage, etc. Then these figures are given 
each of the five lines, with the further account of the 
earnings on the Main Stem from traffic contributed by the 
branch. Some of these figures, making a very inte 
collection for comparison, are given in the short 
of the report published in the paper. 

The elaboration of the accounts under the head of “ oe 
penditures” is also very great, here the expenses being d. 
for a series of years, There is alsoa minute : 
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Fig. 41. 
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the condition of the property, such as the position, age 
and place of manufacture of every rail. 

Of course such a report makes a formidable document. 
It is not simply large (this year it has 176 octavo pages), 
but it bristles with figures and tables toan extent not 
common even in annual reports. But the matter in it is 
information which enables the student of it to really know 
something of the business of the road. Such a report we 
can imagine an intelligent and ambitious employee search- 
ing with some hope that it will instruct him as to the 
special traffic with which he deals. Doubtless many com- 
panies object to such fulness and prefer to keep private 
much of the special information of their business which 
this company publishes to the world; but we fear that too 
many of them could not publish such information if 
they would, for lack of the necessary data. Certainly such 
a published report supplies material for studying some 
questions of transportation such as is not accessible to 
most men. And, further, the material is presented and 
analyzed in such a way as to make the study comparatively 
an easy one. 








The Railroad Manuals. 


About a month earlier than last year, Mr. H. V. Poor's well- 
known “ Manual of the Railroads of the United States” makes 
its appearance. It appears very like itself, a plain, solid, thick 
octavo volume, but has grown from 794 to 878 pages of text, in 
a clearer type of the same font. Its arrangement is, too, as 
before, the accounts of the different companies appearing in 
the order in which their reports were received apparently—at 
least without any systemetic arrangement. The presentation 
of the facts and figures regarding each company varies great- 
ly, bnt almost always the arrangement is such that any special 
ft may be easily found without reading the whole article—a 
prime requirement in a book of reference, whose value may be 
in proportion to the frequency it has to be consulted, 
but rather in inverse proportion to the time it 
takes to look up the information required. Doubtless it 
would be very much better if the reports and tables were 
made after one model, so that there would be no need of 
searching, but the eye would fall naturally and habitually on 
the particular figure wanted; but the compiler cannot do 
much towards this until the railroad companies do more, 
which they will hardly do unless the general government 
should require uniform reports. As to the completeness of 
the work, it doubtless has improved considerably. It has 
reports of earnings, etc., from 66,237 miles of railroad, pre- 
sumably all in operation for a year or several months before 
the publication of the manual. Now its corrected table of the 
total mileage in the United States gives 70,651 miles, and it 
reports 3,916 miles completed in 1873, Tbus at the close of 
the year there could have been but 66,735 miles of railroad in 
the country which had been in operation an entire year. The 
year previous it had reports from only 57,328 miles, while, by 
its figures, there must have been 60,600 miles in operation 
throughout the year 1872. 

A work of reference like this—substantially a dictionary of 
condensed railroad reports—however useful, is not very enter- 
taining reading, and presents little matter for comment. Mr. 
Poor, however, has contrived to make the issue of his book 
generally and highly interesting by the collection and analy- 
sis of the figures contained in the report in the ‘introduction,’ 
part of which we have published and commented upon hereto- 
fore. This introduction is, in fact, the only basis exist- 
ing for the understanding of United States railroads 
as a whole. Errors exist, of course, as with such 
an immense mass of material prepared and issued 
within a limited period, must be the case. We see, for in- 
stance, that the Newark & New York Railroad, consolidated 
more than a year ago with the Central of New Jersey, appears 
still as an independent company (though imcluded with the 
Central’s returns), and with its length and gauge incorrect. 
No cognizance is taken of the consolidation of the Little Rock 
& Pine Bluffs with the Mississippi, Ouachita & Red River. The 
Rio Grande Railroad does not appear even by name, neither 
does the Virginia & Truckee, whose mileage and the names of 
some of whose officers can be found in the railroad guides: 
neither is there any mention of the Kansas Midland, which 
had completed thirty-five miles of road before the work was 
ety and should at least have had its name and organization 

iven, 

The “American Railroad Manual,” edited by Mr. Edward 
Vernon, follows close upon the heels of Poor’s Manual, reach- 
‘ng us the next day, indeed, at <n interval of only nine months 
since its previous (and first) appearance, It too preserves its 
*ppearance and apparently its nature. A.very beautiful book 
it is, with pages three-fifths larger than Poor's and 114 less of 
them (764), and about 80 more than last year. It has, too, a 
heat lithographic railroad map of the entire United States, 
folded in ® pocket in the cover, and a number of special maps 
stitched in—one of about three pages of the New England 
States and New York, one of New Jersey and Pennsylvania, 
With a large part of the States bordering on the north and 
South, one of the South Atlantic States from Virginia 
to South Carolina, two form the Gulf States and Arkan- 
— with a third for Texas, etc. These maps, 
can would be very much more valuable if they 

‘re more complete. There are scores of omissions on the 
ey map. The special maps are less faulty so far as we 

ve examined them ; but it is certainly a serious fault in a 
map of Arkansas to leave off entirely the Little Rock, Pine 
Rive & New Orleans, and the Mississippi, Ouachita & Red 
ay » nd show the Cairo & Fulton with 80 miles at the south- 
“ge uncompleted, and so uxportant a line as the Balti- 
of the | tsburgh & Chicago should not be left out. Not half 

ength of the Cincinnati, Wabash & Michigan is given, 


but the Cincinnati & Terre Haute is made of double its actua) 
length. The Marietta, Pittsburgh & Cleveland is left unfin- 
ished north of Cambridge; the Mahoning Coal Railroad is 
not shown at all, the Chicago & Paducah is completed 
to Effingham, the Carbondale &. Shawneetown too long 
by the distance from “Marion to Hurrisburg, the Cairo 
& St. Louis fully forty miles too short, the Spring- 
filld & Northwestern, too long, the Cairo, Arkansas 
& Texas left unfinished for most of its length, a non-existing 
line put in between Macon City and Edina, Mo. The Kansas 
Midland is shown on the map but not mentioned in the text. 
The Winona & St. Peter is not extended beyond New Ulm, the 
St. Vincent Extension of the St.Paul & Pacific is shown complete 
from St. Cloud to the Northern Pacific, the Brainard Extension 
completed, and th re are other sins ot omission and commis- 
sion which very greatly injure the value of these maps, which 
correct would be very convenient in such a book, 

As we said last year, we find the book inconvenient for ref- 
erence for any special fact regarding any railroad, On the 
other hand, it is especially rich in its historical matter, the 
record of many companies being traced from their origin 
down more completely by far than in Poor’s Manual or any 
other collection of railroad statistics. Where pretty full 
knowledge concerning a company is wanted, it can often be 
found best in this book and rea i continuously like a chapter 
of history ; but it is easier usually to find the amount of 
bonds, stocks, mileage, earnings, etc., in the other book, 
owing to the manner in which the material is arranged. Each 
is certainly very valuable. : 








Some Influences Affecting Railroad Legislation. 





Mr. J. H. Osborn, one of the new Railroad Commissioners 
ef the State of Wisconsin, has written a letter containing the 
following remarkable passage : 

**The control of the roads by legislative enactment is a fore- 
gone conclusion; but control does not mean ‘cunfiscation,’ 
and itis a gross perversion of the intent of Western people to 
endeavor to fasten upon them the odium of adopting any leg- 
islation which contemplates injustice to railway companies. 
It is my own opinion that to the managers of these companies 
themselves should attach the odium of really objectionable 
enactments, as I verily believe it is to the yet potent influence 
of their agents that enactments are made to assume as objec- 
tionable a shape as possible, being a manifestation of the same 
spirit which induced the railway managers of England to adopt 
a series of evasions of Partiamentary law. It isa well-known 
fuct that where the passage of acts regulating the manage- 
ment of railroads has been probable, their agents have 
loaded such acts with radical amendments ostensibly in the 
interest of the public, but really seeking to make them so ar- 
bitrary that they would be inoperative. Such tactics will 
avail nothing in the end, andI only mention them partiall 
to answer a remarks, and because the opinion has general- 
ly obtained that all Western legislation looking to the control 
of railways, and which has been promoted by the action of 
producers, has for its object ‘oppression, confiscation,’ &c. 
lhis is all fiction, and that such views exist at all is the result 
of railway policy and railway tactics.” 

It seems strange that if the railroad companies are virtually 
able to control legislation they should dictate laws which give 
them so much trouble and expense, and so seriously injure the 
market value of their securities, as the Wisconsin act. But it 
is unquestionably true that an unreasoning popular prejudice 
often leads legislators to vote for laws which cannot be ex- 
ecuted for the very reason that they will be substantially void. 
This certainly has been the case in one State, where members 
of the Legislature were f. ee to confess that they were not able 
to fix upon a restrictive law with any certainty that it weuld 
not be unjust, that yet they felt compelled to do something to 
satisfy the popular demand for such legislation, and that 
therefore they would vote preferably for one which the courts 
would be pretty sure to declare unconstitutional rather than 
jor one which would be valid as well as unjust. This may not 
indicate a high degree of virtue in legislat rs, but it is a not 
uncommon phenomenon in most popular legislative assem- 
blies, whose members are not ouly sometimes forced to do 
right and to do wrong by vublic opinion, but are seduced into 
pretending to do what the public want, and what they them- 
selves, for good or bad reasons, desire not to do. 





Record of New Railroad Construction. 





This number of the Rartroap Gazerre has information of 

he laying of track on new railroads as follows: 

Duxbury & Cohasset.—Extended from South Duxbury south- 
west four miles to Kingston, Mass. Northern New York.— 
Completed from Antwerp, N. Y., to Dixon Iron Bank, 14 
ines. Berk’s County.—Completed by laying track from Len- 
hartsville northward 14 miles to Germanville, Pa, Galveston, 
Harrisburg & San Antonio.—Extended trom Flatonia west 13 
miles to Waelder, Texas. 

This is a total of 324% miles of new railroad, making 570 
miles completed in the United States in 1874. 








Tue Ivimnois Ramroap Aw Law, passed in 1869, which 
probably had more to do than any other one thing with the 
enormous additions to the railroad mileage of the State made 
in that and the following years, has been declared unconstitu- 
tional in that special feature which made it attractive to the 
municipalities which voted to issue bonds under it. This deci- 
sion, however, in no respect affects the validity of the bonds 
or the machinery for assessing and collecting the taxes by 
which their intere+t and principal are to be paid, but only the 
distribution of those taxes. The iaw was most cunningly de- 
vised to induce the largest possible issues of bonds, for it 
made the bonds attractive to investors y providing that they 
should be registered with the State Government, and that the 
assessments for paying them should be made and collected by 
the State authorities ; so that any indisposition of the muni- 
cipality to keep its contract would have little effect. On the 
other hand, it was provided that if the assessed value of the 
property of a municipality which had issued bonds in aid of a 
railroad should increase beyond the assessment of 1868, the 





State taxes on the increas of value, together with the taxes 
on the railroad so aided, should be diverted from the State 
treasury and devoted to the payment of the interest on these 
bonds. The result was that towns and counties were very 
liberal in voting aid to almost all lines which asked for it and 
seemed in any way likely to be useful, because it seemed likely 
that their taxes would be little if any affected thereby, as if 
they did not incur such debts they would virtually have to pay 
the State taxes of those who did. The law was passed espe- 
cially for the benefit of the thern part of the State, then 
poorly provided with railroads, but nearly all parts, and the 
center esp ecially, availed themselves of it very liberally, Now 
when the law has done about all the good and all the harm it 
could, it is declared invalid so far as it shifts the burden of 
taxation from the bond-issuing municipalities. ‘They will now 
be compelled to pay the interest and principal of these bonds 
and at the same time their qnova of the State tax in propor- 
tion to the assesered valuation of their property. Meanwhile 
the bondholders are affected only so far as the ability of their 
creditors to pay is affected. Many towns and counties will 
now, doubtless, feel these debts to be a heavy burden, and 
perhaps some of them would repudiate their debts but for the 
provision of the law which gives the duty of assessing and 
collect ng the necessary taxes to the State officers. As it is, 
they have the roads they voted for, but they will have to pay 
for them themselves, which is really more than thc y expected. 











Tue PostaL Can Question seems likely to become a question 
for the courts, and however we may deplore the antagonism, 
the positive refusal to come to an agreement, which makes 
such a resort necessary, it is perhaps well that the question of 
Oongressional authority to compel the carrying of the mails in 
whatever way and for whatever pay it may prescribe be settled 
once for all by the authority to which legislature, executive 
and corporations must alike submit. Mr, Hinckley, President 
of the Philadelphia, Wilmington & Baltimore Company, in ac- 
cordance with the declaration which he made a few months 
ago to the Postmaster General, has notified that officer that 
after July 1 his company will not carry the mails over its road 
in postal cars, but in ordinary baggage or freight cars, as was 
done before the introduction of postal cars; and it is announced 
that the Postmaster General will then begin suit against the 
company in the United States courts to compel the road to 
carry the mailin postal cars, as he prescribes. It must be re- 
membered that the railroad company does not question the 
right of the Government to have the mail carried in postal 
cars for a reasonable compensatin. What it claims (and has 
abundantly proved) is that the compensation offered is not 
reasonable, and that the company is not consulted as to the 
price for which it shall do the work. ‘I'he contracts are, in 
fact, no contracts at all, only one of the parties taking any 
part in fixing their terms. The company has offered distinct 
terms which it claims to be reasonable, and more than tifat, 
has offered to submit the whole question to arbitration, neither 
of which offers have been accepted by the Government. The 
question as it wiil come before the courts is substantially this: 
Can Congress compel the railroad companies to carry for the 
Government at whatever rates it may prescribe ? 


Figs. 40, 41 and 42. 





The engravings with the above numbers, which were pub- 
lished with the Catechism of the Locomotive some months 
ago, were engravad on a scale of \ in.=1 foot. As some of 
our readers no doubt will remember, this scale was too small 
to ahow some of the parts and letters of reterence clearly. 
We have therefore had the drawings lithographed to a scale 
of 4% in.=1 foot and printed on colored paper. As a list of 
the parts designated by the letters of reference may be useful 
to many of our readers, it is given as tollows: 

A, Cylinders, JJ, Exhaust nozzles or blast-pipes 
B, n driving-axles. ¢. Salety-valve lever. 

C, Main connecting-rods, A, Cross-hea is, 

D, tAain ciavk-pins, |é¢, Running-board, 

EZ, E, Truck-whbeels, \j, Throttle stem. 

F, Ax‘e of trailing-wheels. 4, Throttk -pipe. 

G, Fire-box, nm, T-pipe. 

HH H, Frames. o, Steaui-pipe. 

IJ, Frame pads or clamps. » Petticoat pipe. 

J J, Ecceutrics, | Smoke-box door, 

K, Rockers. \7, Piston 
L, Link. \s, 7 

M, Lifting-shaft. t, Wire-nett.ng in stack. 
N, Lifting-arma. uuu, Boiler-lagging. 

O O, Reverse-‘ever. v, Butety valve. 

P P, Cyliuder part of boiler. w w, Sector or quadrant. 

, Smoke-box, 2, Blow-off cock, 

R, Smoke-s ack. \y, ‘Truck center-pin, 

8, Pilot or cow-catcher. \s, Throttie-lever. 
T, Head-li la’ a, 







-light. e 
U, Bell. |b’ bd’, Trunk frame. 
V, Sand-box. jc’ c', Bed-plate, 
W, Whistle. \d’, Boiler brace, 
4, Dome. je’ e’, Band le 
Y Y, Cab or house, \J' J’, Equalizing lever for driving 


Z, Back or trailing-wheel crank- wh 
pin. g' g', Guide-bars or rods. 

A’ Pump air-chamber, |h' hk’, Receptacle for sparks. 

B’, B’, Main driving-wheels. 4 v, Bell rope, 

OC OC’, Feed-pipe. 'j', Guide yoke. 





D’ Front platform. k’, Valve-stem. 

Z’ Bumper timber, UU, Truck equalizing lever. 
FF, driving-wheeuw, m'm' m’', Hand rail. 

@ Coupling-pin. n’', Blow-off cock in mud drum, 
H’ Friction-plate. o’, Spring balance. 

I’ Check-valve, 'p’, Pump plunger. 

K' K', Foot-board, q', Fout steps. 

L’ Lazy cock, r', Brace to smoke-box and frame. 
M' Mud drun, s’ s’, Steam-chest. 

FP’ Pump. tt t, Crown-bars. 

R’ Drvp-door of grate. «’, Head-light lamp. 

S’ Steam gauge. v’ Main valve. 

aa’, Tubes, w’' Blow-off cock handle. 

bb, Grates. «', Bell-crank for throttle-valve. 
¢, Furnace. y’. Piston-i od. 

dd, Ash-pan. s’, Draw-bar. 


Gened Reilvesd “Mews. 


ELECTIONS AND APPOINTMENTS. 
—The stockholders of the Caughnawaga Ship Canal Compa- 





ny met in Montreal, June 10, and elected the following di- 
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rectors: W. Shanley, J. F. Sincennes, John Pratt, J. M. Thi- 
bodeau, Hon, John a Montreal ; Hon. 8, W. Foster, 
Knowlton, bec ; Hon, James 8. Read, Ottawa, Can.; E. P. 
Colton, Irasburgh, Vt.; Lawrence Barnes, Burlington Vt.; 
Franklin Fairbanks, St. J ory Smith, 

wards, 


ohnsbury, Vi.; Jehn G 
St. Albans, Vt.; John B. Page, Rutland, Vt.; Jaco 

Boston, Mass. The d subsequently elected the following 
officers: Hon. John Young, President; John B. Page, Vice- 
President ; M. Aylmer, retary ; J. F. Sincennes, Treas- 
urer, 


—At the annual meeting of the stockholders of the Peoria, 
Pekin & Jacksonville road Company, held at Pekin, Ill, 
Jane 11, Lucius Hopkins, James M. Constable, Richard Ar- 
nold, Edwin L. Trowbridge, Lebbeus Chapman, Jr., James F. 
Kelsey and John Allen were elected directors for the ensuing 
year. Subsequently at a meeting of the directors, Mr. Allen 
was unanimously re-elected President of the company. Leb- 
beus Chapman, Jr., was re-appointed peenetett. t is under- 
stood that Mr. Kelsey will be continued as the Superintendent 
or Managing Director of the company. 


—The first board of directors of the Mount Ephraim & Black- 
woodtown Railroad poneeey is asfollows: David E. Marshall, 
J. Livermore, Charles Stevenson, Daniel E. Marshall, R. B. 
Stevenson, J. W. McCullough, J. R. Brace, Amos Stevenson, 
Joseph Dottrey —— C. Weatherby, Blackwoodtown, N. J.; 
John Shubert, J. G. Davis, Chew’s Landing, N. J.; Chalictey 
Albe: Haddonfi ; 


eld, N. J.; R. E. Meyan, Jas. E. Hayes. 
P. Michellon, Camden, N. J. ; age 
appointed purchasing agent 
Valley Railvay Company. 


—Mr. W. 8. Holden has been 
of the Lake Shore & Tuscarawas 

—At the annual meeting of the Ashtabula, Youngstown & 
Pittsburgh Railroad Company in Ashtabula, O., June 10, the 
following directors were elected: W. P. Shinn, H. N. Barnes, 
William McCreery, T. D. Messler, H. Hubbard, k. F. Smith, C. 
D. Wick, W. Thaw, W. Harbaugh, A. C. Fisk, F. Harrington, 
W. Packard. Mr. McCreery declined to serve as President of 
the road for another term. 


—The new board of directors of the Syracuse Northern Rail- 
road Company has elected the following officers: President, 
J. J. Belden; Vice-President, Oren RK. tarl; Treasurer, E. B. 
Judson; Secretary, R. D. W. Mann, 


—The board of directors of the Pennsylvania Company has 
elected the following officers for the ensuing year: President, 
Thomas A, Scott; First Vice-President and General Manager, 
J. N. McCullough; Second Vice-President, William Thaw, 
Third Vice-President, H. J. Jewett ; Secretary and Treasurer, 
W. H. Barnes. 


—The board of directors of the Martha’s Vineyard Railroad 
Company has organized permanently by electing the following 
officers : President, E. P. Carpenter, Foxboro, Mass. ; Treas- 
urer, James T, Pease, Edgartown, Mass. ; Superintendent, 
Henry Ripley, New Bedford, Mass. 

—The Suncook Valley Railroad Company at its annual meet- 
ing, May 28, elected the following directors: Samuel N. Bell, 
Frederick Smyth, M. V. R. Rage ey, Manchester, N. H.; Natt. 
Head, Hooksett, N. H.; L. B. Towle, Epsom, N. H. ; Charles 
H. Carpenter, Pittsfield, N. H, 

—At the annual meeting of the Suncook Valley Extension 
Railroad Company, May 28, the following directors were cho- 
sen: 8. N. Frederick Smyth, James H. Colbath, Danie! 
E. Tuttle, Thomas Coggswell, John M. Durgin. 

—The board of directors of the Swedesboro Railroad Compa- 
ny has re-elected J. 8. Thompson, President, and D. B. Gill 
Secretary and Treasurer, for the ensuing year. The road is 
leased to the West Jersey Company. 

—In the list of directors of the Wisconsin Central Railroad 
Company given last week the name of Samuel Gould, of Bos- 
ton, was accidentally omitted. 


—Mr. Jacob B. Carpenter has been cepeinet Receiver of 
the Lay, a & Eastern Railroad by the New York Su- 
preme Court. 

—The directors of the Rome, Watertown & Ogdensburg 
Railroad Company have re-elected the old officers, as follows: 
President, Marcellus Massey, New York; Vice-President, Tal- 
cott H. Camp, Watertown, N. Y.; Secretary and Treasurer, J. 
A. Lawyer, Watertown, N. Y. 

—Mr. James Mexon has been oe 
patcher of the Detroit Division of the 
with office at Port Huron, Mich. 


—At the annual peeing of the Chicago, Danville & Vin- 
cennes Railroad Company in Chicago, June 17, the following 
directors were re-elected for the ensuing year: J. W. Elwell, 
J. D. Fish, Matthew Taylor, Amos Tenney, W. D. Judson, New 
York; A. Gilbert, Ro e, Ill.; J. L. Donovan, \ atseka, LIL.; 


nted Chief Train Dis- 
Grand Trunk Railway, 


ssvill 
k. Ellery, Chicago; George Nebeker, Covington, Ind. 

—At the adjourned annual meeting of the Chesapeake & 
Ohio Canal Company in Anzapolis, Md., June 17, A. P. Gor- 
man was elected sident, with the following directors: J. Q. 
Berret, Michael Bannon, Daniel F. 8. Biser, Gilmor Meredith, 
Greenbury M. Watkins and A. K. Stake. The only change 
from last year is the substitution of Mr. Stake for Patrick 
Hammill, 

—William M, Phillips has been appointed Assistant Super- 
intendent of the Low Grade Division of the Allegheny Valley 
Railroad, and has entered upon the discharge of his duties. 

The new board of directors of the Keokuk & Des Moines 
Railway Company has elected the following officers: Henry 
A. Barling, sident and Treasurer; C. Seguine Johnson, 
Vice President; Arthur Bridgman, Secretary. 


—The directors of the Grand ‘Rapids & Van Wert Railroad | 


oa have elected the following officers: President, D. 
W. H. Howard, Toledo, 0.; Vice-President, S. 8. Laskey, 
Grand Rapids, 0.; Treasurer, George Laskey, Grand Rapids, 
O.; Secretary, M, Shoemaker; Chief Engineer, 6. M. Howard. 

—The stockholders of the Southwestern & Rio Grande Rail- 
road Company met in Nacogdoches, Texas, June 10, and elected 
the following directors: J. D. Martin, L. T. Barrit, B, Harde- 
man, Nacogdoches County, Tex.; W. C. Carrow, BE. 8. Hicks, 
W. P. Wilson, Shelby eg ye L. L. Tompkins, James 
M. Foster, Tom Poland, N. W. rig nt W. 8. Haven, W. B. 
Hamilton, Shreveport, La.; H. G. Angle, Chicago, Lil. The 
officers elected were : President, W. 8. Haven ; Vice-President, 
W. H. Swift; Land Commissioner and Recording Secretary, 
L. T. Barrit : Secretary, W. D. Wylie ; Treasurer, L, L. Tomp- 
kins ; Chief Engineer, G. BR. Wilson. ; 

—Capt. D. W. Wellman, for two years past Chief Engineer 
of the Wisconsin Central Railroad, has been chosen City Bngi- 
neer of St. Paul, Minn. 


—At the annual meeting of the Michigan Central Railroad 
Company in Detroit, June * the following directors were 
elected : James F. Joy, Detroit, Mich.; Erastus Corning. Al- 
Lene, N. Y.; John Jacob Astor, George F. Tallman, Moses 
Taylor, New York ; Sidney Bartlett, J. W. Brooks, H. H. Hun- 
newell, Nathaniel Thayer, Boston. There iz no change from 
last year in the board. 

—The directors of the North Shore Railroad Company of 
Long Island have elected W. W. Hall, of New York, President 
and 0. K. Deutech, of New York, Treasurer and Financial 

gent. 

—The first board of directors of the St. Louis & River des 
Peres Company is as follows : B. B. Waddell, Charles 
B, Howney, Michael Hammell. The office is in St. Louis, Mo. 





u 





—During the month of May the Utah Central Railroad 
carried 9,019 tons of freight, including 2,885 tons of coal and 
coke and 959 tons of lumber. 

—The Utah Southern Railroad carried during May 5,790 
tons of freight, including 1,777 tons of ore and bullion and 883 
tons of coal and coke. 


—The earnings of the Grand Trunk Railway for the week end- 


| ing May 30 were: 1874, £39,600; 1878, £38,700; increase, £900, 


or 2% per cent. 


—The earnings of the Atlantic, Mississippi & Ohio Railroad 
for the month of March are reported as fol'ows: 1874, $166,724; 
1873, $188,672; decrease, $21,948, or 115% per cent. 

—The Wichita (Tex.) Beacon gives the number of cattle 
registered at Pond Creek from the commencement of this 
season’s drive up to June 3, as follows, with their destinations: 


Oe TOMO GERTIIINOE, 6.550 scescccdccesvecascctsees cbs. soot se 13,572 
For Hileworth (Kaneas Pacific)... ....cccccccsecce 1s soscccecce 43,410 
For Wichita (Atchison, Topeka & Santa Fe) .. ......-.0.s+00+ 48,669 
Yet on the trail...........seceee Perrcccccsccccrevercesoocece 45.000 | 
ERTS EN Ss Ae 2 St RS ee veseess. 150,651 


—The number of vessels of all kinds which passed through 
the Chesapeake &, Delaware Canal during 1873 was 12,444, an 
average of about 71 per day during the season of navigation. 
The canal was closed for over a month by the break at St. 
George’s last summer. 

—The earnings of the Bingham Canon Railroad for the five 
months ending May 31 were $41,117.84, being $2,570 per mile. 
In May the road carried 4,458 tons of freight. 

—The earnings of the Chesepeake & Ohio Canal for May 
were: 1874, $69,454; 1873, $62,712; increase, $6,742, or 10% per 
cent. The coal tonnage tor the month was: 1874, 114,566; 1873, 
105,660; increase, 8,906 tons, ur 844 per cent, 

—The earnings of the Great Western Railway of Canada for 
the week ending May 29 were: 1874, £21,498; 1878, £24,998; de- 
crease, £3,505, or 14 per cent. 

—The coal traffic of the Corning, Cowanesque & Antrim 
Railroad for 1873 was as follows: 


Tons, 
Fall Brook Coal Company’s mines..... ... ..csseeesees . «++. 342.466 
PEGRHED TD DIOR occ cc ccccccrccses vercecs Beccceseccose 327,384 
CMO WEEE. ccc cccccccvescscccdecccedsocccecenced. coceses 321,207 
WO osc cc ccdvbcdced Weeden svbosndsiensddeds cbetcse. e608 991,057 


—The earnings of the Syracuse Northern Railroad for the 
year ending June 1, 1874, were: 

Earnings ($3,685 per mile)........ceeecccesees scenes coves $165,721 18 
Expenses (74.65 per CONL.)..66. cee seereccccceecesceeensees 123,709 83 








Net earnings ($934 per mile) ... .......eccesceecees $42,011 30 
—-The earnings of the Mobile & Ohio Railroad for May were : 
1874, $146,667 ; 1673, $184,037 ; decrease, $37,370, or 2044 per 
cent. For the five months ending May 31 the earnings were : 
1874, $963,864 ; 1873, $1,249,916 ; decrease, $286 052, or 227% per 
cent. 

—The earnings of the Toledo, Wabash & Western Railway 
for the first week in June were: 1874, $96,482; 1873. $128,138 ; 
decrease, $31,656, or 24% per cent. 


—The earnings of the Rockford, Rock Island & St. Louis 
Railroad for the month of March, 1874, were $80,315.85; the ex- 

enditures for working expenses, rents and taxes, $60,199.92; 
The net earnings, $20,115.98, or $72 per mile. For the nine 
months ending with March the receipts were $684,539.72, the 
expenses $506,664.75, and the net earnings $177,874.97, or $635 
per mile, 
—The earnings of the Great Western Railway of Canada for 
the week ending June 5, were: 1874, £21,183; 1873, £23,452; 
decrease, £2,269, or 95% per cent. 
—The earnings of the Grand Trunk Railway for the week 
ending June 6, were: 1874, £43,400; 1873, £36,800; increase, 
£6,600, or 17% per cent. 
—Mr. E. P. Dorr, writing to the Buffalo Commercial Ad- 
vertiser to defend the seaworthiness of the lake marine, saysin 
closing: ‘ But direct trade with Europe is impracticable, The 
vessels are too small and the route through the Canadian 
canals and down the St. Lawrence River is too long and 
dangerous. Such of our vessels as can go through these canals 
can never be made to pay in the direct trade with Europe. If 
we could get our large fine craft that trade from the upper 
lakes to Buffalo direct, it would perhaps be different; those 
vessels would compete with the best ships on the sea. Of the 
vessels nowin use upon the lakes---they number nearly or 
quite 3,000 with a capacity of over 700,000 tons- -one in five 
only can go through the Canadian canals. Of those that can 

ass through four-fifths are American and the rest Canadian. 
The Welland Canal is the key to all the Canadian canals. While 
we admit that the direct trade from the lakes to Europe, via 
St. Lawrence, will not pay expenses, we must insist that 
standard lake vessels are fit to navigate the ocean and to go all 
over the world, that they are better built, better equipped, and 
better ofticered and manned than are the same average num- 
ber of vessels anywhere else in the world. If they wish to go 
out upon the ocean in the fall and pass thelong winter in trade 
there, coming back to the lakes in the spring, they should be 
permitted to do so, and they should have the approbation of 
our people. If standard yessels, they are entitled---vessels and 
cargo---to be protected by insurance companies, to go ~~ 
where on as good terms as vessels built upon the seaboard. It 
is but an act of common justice to so protect them.” 

—The earnings of the Toledo, Wabash & Western Railway 
for the year 1873 were : 


Earnings ($9,138 per mile) ..........06. scescescacsecsescs $5,738,807 V6 
Expenses (74.92 per Cont.)........0ccsecctcesecsececceess 4,299,413 63 
Net earnings ($2,292 per mile)..............000..05- $1,439,304 13 


—The earnings of the Denver & Rio Grande Railway for the 
second week in May were: 1874, $8,678; 1873, $10,206; de- 
crease. $1,528, or 15 per cent. 





"ANNUAL REPORTS. 
Louisville & Nashville. 


This company owns the following railroads: 
Miles. 
Main Stem—Louiaville to Nashville.... © ccsscceccceececees 185.00 
Memphis Line—Memphis Junction tc Memphis................ 259.67 
Bardstown Branch...... dean. .. " Shbsbebse ‘ieces Peer 
Knoxville Branch—Lebanon Junction to Livingston............110.32 
IIE ib. . 600s ec andaaeecuennnscntécerarnecceocesess GUD 
Wet COE ioe 0560 oies ss Wedccticn «2 cecsecse . 605.75 

It works under lease: 

Glasgow Branch...........+sseee0e. 10,19 
Nashville & Decatur Railroad....... ..ccccccecscees seeeeceees 122.03 





The total worked by the company istherefore. ...... 
It also controls, by the owners!:ip of a majority of its stock ana 
bonds, the South & North Alabama Railroad—Decatur to 











MROMABOMSEY oo 000s cess ccccrccvccececcceccectccesone gusdeges 182.00 
OGRE ATO OE CINCO ow 650 cc ccc dcincgsecgetscccesccscces 919.97 

‘Its equipment atthe close of the year ending with June 
1873, consisted of 180 locomotives, 78 coaches, baggage, $ 





1,711 box, 22 caboose, 387 gondola, 484 flat and 400 low flat carg 
—a total of 2,954 freight curs; 34 boarding, 4 wrecking and 8 
tool cars—a total of 46 service cars. 


This property is represented by : 





Capital stock ($14,827 per mile owned)............+++4- $8 981,439 03 
Bonded debt ($24,466 per mile owned) 14,820,500 00 
Total ($39,293 per mile)... . .......20sesesees: $23,801,939 03 


During the years reported the work done on the 606 mileg 
owned was : / 









1872-73. 1871-72, 
Passenger train mileage............... - __..,.- ... illest STE EG 
Freight train mileage..............++0. [ees See 
Passenger mileage..............+.+++: 39,046,519 39 539,271 
DOMMES TRING 6 6000866 isd cc eves siee 141,649,448 122 588,171 
The receipts and expenses therefor were in 1872-78 : 
Receipts, Expen-es, 
Passenger.......++. $1,406 833 56 $1 201,091 05 
Express..... 142,588 66 vs poi 
TM eteweeneee 92,598 44 
Train privileges........ sess. 3 77Tu 80 
| Rent of passenger cars........ .. e 22,929 99 in 
TTT eT eeTT Ter eT 3,135.797 91 2,297,212 24 
Rent of freight cars ........... 24+. Seem Ud 
Detention ot freight cars........... 7717 10 
Rent of engines............6.ssse0 36,589 05 
WOME, COB. cccccdccccess § «—aeccccer 22,278 96 
MKiunees: Feruhsnecdees an $4,909,426 44 $3 498,303 29 
This leaves a6 MetearMings......cccccs cecscccceres $1,411,123 15 


out of which were paid the interest on the funded debt and 7 
per cent. dividends on the stock. 

The following information is given for each of the lines 
owned, separately, the figures over the columns denoting the 
lines as follows: 1, Main Stem ; 2, Bardstown Branch ; 3, 
Knoxville Branch ; 4, Richmond Branch : 5, Memphis Line ; 
6, Total of these lines : 

1 


2, 3 4, 5. 6. 
Earnings per passen- 
ger train milte........ $211 $198 $160 $150 $176 $190 
Expenses per passen- 
ger train mile...... 1 29 1 53 1 28 1 33 142 
Earnings per freight 
trai: mile.... ...,.. 41 213 1 69 172 1 98 219 
Expenses per freight 
train mild... . ..... 59 1 48 1 64 1 43 1 61 1 58 
Earnings per mile of 
rrr rT: 1,326 2.901 1,071 6,669 8,105 
Expenses per mile of 
DONG bose sieves i peedeed 9,625 894 2,805 904 5,247 6,776 
Proportion of expenses 
to receipts, per cent, 63.62 67.47 96.72 84.41 78.67 173.16 
Receipts per passenger 
per mle, cents 3.481 3.522 3.428 3.818 3.774 3,603 
Expeuse per passenger 
per mile, cents...... 2.202 2.821 38,283 3.269 2.856 1.702 
Expense per passenger 
train car per mile,cts.29.12 29.00 40.98 33.61 31.80 31.80 
Receipt per ton of 
freight per m le, cts 2.29 4.773 2.463 3.21 2.21 2,21 
Expense per ton of 
freight per mile, cts. 1.44 8 316 2.397 2.68 1.79 1 60 
Expense per freight 
car per mile, ceuts. {12 17 .84 12,17 12.17 1212 10,20 
Expeuse per ton per 
mile of paying and 
dead weight, cents.. 0.637 1,333 0.971 0.975 0.823 0,71 
Of the Jeased lines the earnings and expenses were: 
Glasgow Branch. 
Earnings ($1,761 per mile) odeoe inaee $17,950 99 
Expemses (72.1 por Cont.)......cccccscscrcccseces + swees 12,943 09 
WOE MORUNB cg cccvscccccs «seco bns0 + segees $5,007 90 


Nashville & Decatur Railroad. 
Peeing SESS POP Wille). ccwcciscccsccecve cow cosceves 


; $695,046 21 
Expenses (84.3 per cont.).....ccccseccccscccscsces eves 


585,887 72 


eee DRUM) oa i's vivcic di decseiccesdtc iGbntenésees $109,158 49 


Since the year covered by this report the name of the cor- 
jo has been changed to “ Louisville & Nashville and 
treat Southern.” 


Mobile & Ohio. ; P 

This company owns a line from Mobile, Ala., northward to 
the Mississippi at Columbus, Ky., 472 miles, with branches 
from Narkeeta, Miss., to Gainesville, Ala., 21 miles; from Ar- 
tesia, Miss., to Columbus, 14 miles; from Muldon, Miss., to 
Aberdeen, 10 miles. The Oktibbeha Branch has been com- 
pleted, and is in use from Artesia, Miss., west 474 miles, mak- 
ing the company’s total mileage at the close of the year 521% 
miles. The rest of the last-named branch, from the present 
terminus to Starkville, is under contract. 

The earnings and expenses for 1873, as compared with 1872, 
were as follows: : 





Earnings. 1873. 187?, 
DS cvis4.0 vn vante dd cadensneasen’ $ 596,605 14 $ 734,970 39 
ELE LLL TIE 2,074,794 84 2,089,681 25 
DEES eSccnvectce slinsbectxaedevest 61,727 40 60,715 96 
EE Te eee eee 68,000 "0 67,150 00 

WOU Genet 0. es 5cc od Sccecaee $2,801,127 38 $2,952,507 69 
Repairs of roadway......0......0-. sees 514,347 85 574,768 35 

“ MARRIES: 123: hssedecoosuaas 522,037 21 522,211 34 
Conducting transportation.............. 820,378 47 792,076 92 
Bureau expenses..... 0 ..ceeesseeeeeceee 500 86 41,162 57 

Total expenses..........sseeeseeeees $1,896,264 39 $1,930,219 18 

Net ecarnings...............+. $904,862 99 $1,022.88 41 


The decrease in passenger earnings was $138,365.25, or 18,83 
er cent. ; in freight earnings, $14,886.41, or 0.71 per cent. ; 10 
he total earninge, $151,380.21, or 5.18 per cent. There was 6 

decrease of $33,954.79, or 1.76 per cent., in expenses, and a de- 
crease of $117,425.42, or 8.85 per cent. in net earnings. The 
expenses were 67.70 per cent of earnings in 1873 against 65,38 
per cent in 1872. 

The earnings per mile for a series of years were : 









1870. 1871, 1872. 1873. 
From passengers..............+ $1,134 $1,320 $1,424 $1,008 
BME aon caciaceaahien ncn 3,411 3,485 4,149 — 
* mail and express........ 201 201 247 % 
WG 06 ce vesneasevas $4,746 $5,006 » 5,720 ‘ 6,428 
The work of the year was as follows: 
1873. =~ 
Passenger train mileage.............0+s+0++ 540,636 poy 8 
Vreight © beycaicigutesinko chaos 676,626 34 poy 
Gravel “ “ 177,114 ny} 
Switching « WT ancak vosasieheeteees 112,645 98,08 
Total train mileage................-- 1,507,021 34 1,621,481 
Passengers Carried. .....ccccesseseccscverees 322,717 bn po 
Passenger mileage i. . s eu eee e es wees 14,183,438 16,812, 9 
Receipts per pa ger per mile ... ..... 4,01 ——. 4.48 cen’ 
Tons of freight carried .........cccccsesce: BAT,G88 = even nt ane 
NN PIII, ccc ccecacccccccceccoicnsee 54,201,545 55,990,308 
Bales of cotton carvied...........0 ss. . 206,286 \ conte 
Receipts per ton per mile............ 3.82 cents. 3,80 ‘ ‘i 
The mileage of freight cars during the year was 8 0. 
lows: Tota. 
Loads. Empty. 691,682 
Main line northward............ . 2,771,671 2,850.011 55,180 
Main line southward... .. 5,501,030 144,150 91,409 
eI ORT llamar pe 
2 REAP Dr preics 8,960,904 3,007,097 11,888,898 





postal and 12 express cars—a total of 121 passenger train cars; 


From this it appears that 50.7 per cent. of all the north- 
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bound cars ran empty, and that the mileage of empty cars 
was 26.48 ma cent, of the whole car movement. The total 
mileage of passenger train cars was 2,525,030 miles. 
The cost of motive power per engine mile was: Southern 
Division, 28.7 cents; Middle Division, 34.55 cents; Northern 
Division, 25.5 cents. This does not include the recon- 
struction account, which was unus large, a number of 
worn-out engines having been rebuilt during the year. 
There were 98 engines in actual use during the year, of 
which five were new Baldwin engines bought in January. 
Tne car equipment consists of 37 passenger, 1 sleeping, 11 
baggage and mail, and 6 express cars; 678 box, 290 platform 
a 38 stock cars. Two express and 25 stock cars have been 
built, and work commenced on 100 box cars, which are much 
needed. A new round-house has been begun at Whistler, 
where the main shops are located, the old one having faZen 
into decay aud been removed. 
New general offices have been erected in Mobile; several 
station buildings have been renovated and the water tanks 
along the line have been generally overhauled and renewed 
where necessary. 
The road is now divided into five freight d visions, the ter- 
mini being Mobile, Shubuta, Macon, »aldwin, Jackson and 
Columbus. New turn-tables have been put in at Macon an 
Baldwin, and new sidin’s at all the division termini except 
Jackson, Tenn., where the were nvt needed. 
The Road Department has used duri.g the yeir 24% miles 
of new iron, 232,005 new ties, 218,795 new fish-bar bolts, and a 
large numer of spikes. The road-bed and bridges are gener- 
ally in good condition, but some new iron will be required this 
ear. 
During the year a consolidated mortgage has been executed 
and $15,000,000 of bonds are to be issued underit. Of the 
whole amount of bonds, $12,500,000 are deposited with the 
trustees for the protection of bonds issued under former mort. 

ages; the remainder are to be used in payment of floating 
Sebt and for improvements of the property. A large majority 
of the stockhol..ers subscribed for their ow rtion of the new 
stock authorized a year ago and paid the first installment of 
$5 per share, but very many were prevented by the ;,anic from 
paying any further installments. To utilize the untaken 
stock, bonds were issued convertible into stock, at the pleasure 
of the nolder, at the same price at which it had beeu forfeited 
to the company, all stockholders having been al:owed stock to 
the full extent of the payment made. 


The capital account stvod as follows at the close of the 
year : 











Capital stock : 1873, 1872. 
Active, 63,206 shares............eeer0. $5,320,600.00 ccecesbeee 
Convertible reserve, 40,000 shares, less 

$847,975 convertible bonds issued.... 3,152,025.00 =... ee eeeeee 
WN BOs isin icc ttescesicks $8,472,625.00 $4,466,475.84 

Funded debt: 

First mortgage bonds..........-...++. $9,719,120,00 $9,550,540.60 
Second mortgage bonds.............. 1,443,848 ,47 1,235,604.46 
Gainesville Branch bonds............. 53,000.00 53,000.00 
Convertible 8 per cent. bonds........ SAT,975.00 = acesseccccee 

Tutal funded debt..........+e00+ $12,073,953.47 $10,839,144.46 

Floating debt: 

Dilla PAVEDIS, .0..0000ccce-coccccccccces $1,018,882,45 862,490.04 
Auditors’ and pay roll warrants had 352, 408,995.66 
PUERUR cocctecscoeeses sebedccsenes 147,412.40 bed 6b cece e 
Total floating debt.............. $1,461,647.77 $1,271,485.70 
Land Bureau........ o cede sees eecsoceos $93,026.46 $313,504, 26 
Transportation Dept. net earnings..... 904,862.99 1,022,268.41 
TL, wctncaces cadevechecneden 25,262.89 1,550,87 0.83 





$23,021,378.58 $19,463,769.50 
The capital stock is now $16,247, and the funded debt $23,152 per 
mile. 


Pennsylvania Oompany. 

The following ir meyeon! of the annual report of this com- 
pany for 1873 has rey lished: ; 

The earnings of the different leased lines were as follows: 
Pittsburgh, Fort Wayne & Chicago. 


Earnivgs ($20,554 per mile)... $9,619,074 36 








Expenses (68.3 per cent )...... 6,097,041 99 
Net earnings ($7,526 per mile).........-ceeeccesoeeee ve $3,522,032 37 
Rental, interest, et6..ccrecess cocccccvccccvesccossoece 2,617,177 24 

MMOD tev 0.04 0n000eebs tqectoccnseedsebadee vers $904,855 13 
New Castle & Beaver Valley. 


Larnings ($23,406 per mile)...........ccceerccceeecccere $351,089 48 
Expenses (45.17 per cont.)...........eseceesees oe 158 574 75 

















Ne‘ earnings ($12,834 per mile)........ ....ceseseceeess $19 ,514 73 
I ERIEL 50 05500 bsc0tachaceresdachisaieetaeds 140,435 79 
.. ten Manvee tase crcencsoer sche wuneas 4 $52,078 94 
Lawrence Railroad. 
Earnings ($9,018 per mile)............ se seeveveeeves $189,383 38 
Bapenses (59.86 per cent.)........ccccceccccesceseccsoces 113,371 05 
Net earnings ($3,620 per mile) ..........-..seseeee eves $76,011 33 
mtal and interest.. ..... vee r00600h600000QRNSCRERTORE OS 75,752 96 
PROBES bo datasinn cpcoecend cocccqateatepanacecse» $258 37 
Erie @ Pittsburgh. 
Earnings ($13,550 per mile).... ......+-e+ees0e esdiccccies $1,165,292 65 
Ce ME OMEEY,.., scvcccconssodespoovtgredsetee 680,898 88 
Net earnings ($5,633 per mile). ....... ++ $484,398 77 
Rental and interest........ ....seeseee . 380,626 00 
DD dhbs ssgdsbontstses te coeewcddeeeeeeanee $103,772 77 
Cleveland & Pittsburgh. 
Earnings ($18,451 per mile).............seeesseeeeeees ++ $3,671,735 25 
Expenses (51.06 per cent.)........+eseeceesseesceecs veeee 1,874,722 15 


Net earnings ($9,031 per mile) .... 


- «$1,797,013 10 
Rental and interest 





Pied Unicciesguees 1,337,353 51 
oan ds cee hameieaaelne mes $459.659 59 

Jeffersonville, Madison & Indianapolis. 
Earnings ($6,361 per mile)......... ...sscessecreccseees $1,487,576 91 
Expenses (69 per cent.). .......-..2se00.ceeseecececesees 991,877 08 
Net earnings ($1,974 per mile). .........-... $446,199 88 
tal and interest 535,235 60 






$59,035 72 


There has been an aggregate expenditure for betterments 
o all these lines during the year, as follows: 


Pittsburgh, Fort Wayne & Chicago.......ssssscooe-ees- $1,685,686 00 
a aea kiana 14,992 01 
Pleveland & II io sne caknnci-anongicepubehaeneen. ; | MRE 

sonville, Madison & Indianapolis ...........+++se0- 174.045 69 


$2,547,096 61 
The final result to the Pennsylvania Company, 
T paying all expenses, rentals, interests, etc., 


SING RONG OE... :cican 6 oecdhvs gba win oan $1,238,310.00 
Out of which dividends have been paid on pre- - 

and common stock. ......... .-sseeseeees 570,000.00 

The faving pameee 2 5. «00:5. 05 v00ccaksene ons $668,310.00 


€8 are now amply supplied with tacilities to meet not 
puly Present demands, but also a much increased volume of 
, and the condition of the track and rolling stock will 





enable the business to be moved with economy and dispatch. 

On the Fort Wayne road 49 per cent. of the entire line was 
relaid with new rail, including 6,000 tons of steel rail, and 
29 per cent. of the ties were renewed. 

On the Cleveland & Pittsburgh Railroad 35 per cent. of the 
line was relaid with new iron. 

In addition to the lines hereinbefore enumerated, and which 
are operated under leases, this company has also worked during 
the past year, on account of the proprie companies, the 
Indianapolis & Vincennes road, the Ashtabula, Youngstown & 
Pittsburgh Railroad, the Toledo, Tiffin & Eastern Railroad. 
and the completed portion of the Mansfield, Coldwater & Lake 
Michigan Railroad. 

The Ashtabula line deserves special mention, as furnishing 
an additional outlet to the lakes, and thereby facilitating the 
movement of lumber, ore and coal. The harbor has been im- 
ane to so that vessels drawing fourteen feet of water can un- 

oad at the wharves of the company, and there is every pros 
pect of the road developing a lucrative businers. There was 
expended in betterments on this line, in 1873, but a very small 


m—$646. 

The Toledo line forms a good connection with one of the 
largest grain depots of the West, by an extremely favorable 
route, and the road has local advantages which should secure 
it a large traffic. Special attention is being paid to the increase 
ot its tonnage and with favorable results. 

Special reference 1s made to the recent death of Mr. Thom- 
son in the concluding paragraph of the report. 








THE SCRAP HEAP. 
British Rail Exports. 


The exports of railroad from Great Britain in the month of 
May, and the five months ending with May, were : 





May. 5 mos, 
BGs cb idiccsccbccbcccsiccecs +++ eee» 97,587 tons. 335,093 tors. 
PTD adow ed der 040004069006 esdenee nse de 85,975 274795 « 
STII, wecnsoncensdensadscnenens 11,612 tons. 60,298 tone, 
The exports of this iron to the United States were : 
May. 5 mos, 
PGS Kccascecesse SubosensenectoseseNs 10,097 tons, 52,445 tons. 
BBUOs 00606000000 00 s0dues sccccncsonensses ,857 ** 102,452 “ 
DOCTORSC...00sccccccccccccce erecece 10,760 tons. 50,007 tons, 


The total exports to this country were sufficient to lay about 
500 miles of road, which is as much as was constructed during 
that time ; but during the same period probably not less than 
4,000 miles needed renewing. 


Dining Arrangements for Passengers. 

The General Superintendent of the Lake Shore & Michigan 
Southern Railway has issued the following general order, 
_— will undoubtedly be appreciated by the travelling pub- 

ic: 

‘It is of much importance to the comfort of strangers upon 
the road that they shall be notified of the opportunities for 
refreshment, in order to avail themselves of them promptly. 

* Conductors on goveonoee trains will please give notice, in 
all the coaches, of the approach to stations at which the train 
stops for meals; informing passengers that they can get 
breakfast, lunch, dinner or supper, as the case may be, and of 
the length of time that the train will stop. They will also re- 
quire the brakemen to repeat the announcement in the coaches, 
just before the train stops. 

“Before leaving any station at which the train stops for 
meals, the conductor will go to the dining room and lunch 
room, and give notice of the departure of his train, sv as to be 
sure that no passengers are left behind for want of notice.” 


Joliet Iron & Steel Compaay. 

A thorough examination has been made of the books and 
affairs of this company by order of the bankruptcy court, in 
order to determine the truth of certain allegations of fraud 
made by some of the creditors. The examination showed that 
the books were correct and the assets in the same condition 
as when the petition in bankruptcy was filed, the charges of 
fraud being entirely disproved. 








OLD AND NEW ROADS. 
8t. Louis Union Depot. 


The Union —— Company has already commenced work in 
St. Louis, though the City Council has not yet passed the or- 
dinance allowing the company to lay the necessary connecting 
tracks. There is much preliminary work which can be done 
without regard to the ordinance. 

The citizens’ committee has adopted on ee prepared by 
the engineers for the new entrance of the Missouri Pacific in- 
to St. Louis and the connection with the Union Depot. 

St. Louis Connecting. 

Captain James B, Eads, Chief Engineer of the St. Louis 
Bridge, has written a letter recommending the plan of this 
company for a track to connect the various roads entering St. 
Louis from the West and South with the bridge and with the 
levee, and for a system of warehouses to be provided in con- 
nection with that track. . 


Minnesota & Northwestern. 

It is said that the building of the line from Wells, Minn., to 
Mankato will have to be given up, as it is impossible to pro- 
= money for Minnesota roads, owing mainly to hostile legis- 
ation. 


Atchison, Topeka & Sante Fe. 

The people of St. Joseph, Mo., are trying to persuade this 
company to run its trains through to St. Joseph, instead of 
stop ing at Atchison. It is said that the company is willing 
to b this provided St. Joseph will pay the $20,000 per year 
asked for the use of the track from Atchison to St. Joseph. 


Gulf, Colorado & Santa Fe. 

The County Court of Galveston County, having received the 
registry lists and thrown out all the names of those disquali- 
fied to vote, have found that the required two-thirds of the 
registered voters have voted for the subscription of $500,000 
to the stock of this company and that the proposition is car- 
ried. The vote at the election in favor of the proposition was 
3,068, but the number registered was 5,168, two-thirds of which 
was 3,438. The County Court, however, struck off 732 names, 
leaving 4,425 on the registry, two-thirds of which is 2,950 or 
118 less than the votes cast. 

It seems just possible that at some future day when the tax 
imposed to pay the interest on this $500,000 becomes irksome, 
exception may be taken to the legality of this action, and some 
one mry suggest that the County Court should have added to 
the registry the names of those who had become entitled to 
vote since the last election, which might have made a differ- 
ence in the result, 


Atlantic, Mississippi & Ohio. 


This road is now carrying to Petersburg and Norfolk, Va., 


declined proposals from the Adams Company to do the express 
business over the road and has orga an express line of its 
own. Adams Express line, however, runs over the Richmond 
& Danville road and refuses to take Richmond express freight 
trom the Atlantic, Mississippi & Ohio at Burkeville, ca & 
considerable trouble for Richmond people. 


Sinnemahoning & Olearfield. 

Preliminary surveys of this proposed line hvve been made, 
and the route is said to be very good. The road will run from 
Kartham, in Clearfield County, Pa., northeast down the West 
Branch of the Susquehanna to the mouth of the Sinnema- 
honing, where it will connect with the Philadelphia & Erie. 
It will open an iron and lumber region, and an extension of 
10 miles would carry it to the Snow Shoe coal mines, 


Butler & Millerstown. 


It is proposed to build a narrow-gauge road from Millers- 
town, Pa., southwest about 10 miles to Butler, the terminus of 
the Butler Branch of the West Pennsylvania road. About one- 
third of the stock has been subscribed for. 


Caledonia & Mississippi. 


Ground has been broken on this road and the grading is 
contracted for, to be finished by August 1. It is to run from 
Caledonia, Minn., east about 10 miles to the Mississippi. 


Burlington & Lamoille Valley. 

The committee appointed some time since by the Mayor of 
Burlington, Vt., reports that the line through Lamoille Valley 
to connect Burlington with the Vermont Division of the Port- 
land and Ogdensburg can be built for $750,000. An effort is to 
be made to build the road. 


Memphis & Kansas Oity. 

The State of Arkansas having voted to this company all 
lands forfeited for taxes in certain counties, the company now 
offers $2.50 per acre in stock to the original owners of such 
lands provided they will give it a quit-claim deed. 


Washington Oity, Virginia Midland & Great Southern. 

An arrangement has been made by which the passenger 
trains of this road, instead of being ferried across the Potomac 
to East Alexandria, will run to Washington over the Alexan- 
dvia & Washington road and then over the Baltimore & Poto- 
mac to Benning’s Station, where they will be transferred to 
the East Alexandria Branch of the Baltimere & Ohio. 


New York Oentral & Hudson River. 

Ballasting the new tracks near Fort Plain is being hurried 
torward. ravel is used for ballast, from a bank at St. Johns- 
ville, The Utica Herald says that on Sunday, June 14, Super- 
intendent Burroughs with 60 men laid 4% miles of steel rails 
on the new freight track just west of Canandaigua, a pretty 
heavy day’s work, 


Northern New York. 
The Northern New York Irou & Mining Company’s road has 


from the Rome, Waterford & Ogdensburg Railroad at Antwerp, 
N. Y., to the Dixon ore bed. 


Shreveport & Southwestern. 


This company has been consolidated with a newly organized 
Texas company, the Southwestern & Rio Grande. 


Southwestern & Rio Grande. 


This company was organized under a charter from the State 
of Texas, at Seennied 1e8, Tex., June 10, and the Shreveport 
& Southwestern Company of Louisiana has since been con- 
solidated with :t. The road is to run from Shreveport, La., 
across the whole of Texas to the Rio Grande at the mouth of 
the Pecos, and will be about 500 miles long. 


International. 

The Austin (Tex.) correspondent of the Galveston News 
says, under date of June 11: 

** As intimated by telegram to the News last week, the four 
judges qualified to sit are equally divided in opinion on the 
International mandamus case, hence the two opinions, if giv- 
en, could have no practical effect. It now devolves on Govern- 
or Coke to appoint a member of the bar to sit with these four 
judges in the case. Judge W. P. Ballinger has been sug- 

ested.” 
. Later dispatches, however, state that the constitutional 
provision on this point is so indefinite that it is very doubtful 
whether any action can be taken in the case or not. The car- 
rying out of the compromise with the State on the subsidy 
question is dependent on the decision in this case, 


Santa Oruz. 

A contract has been let for the 
Leandro Bridge will be let ye A 
for the iron for the first 15 miles, 
soon be finished. 


Denver & Rio Grande. 


An extension of the Canon Branch from Labran to Canon 
City, nine miles, is expected to be completed and opened in 
July. 


Baltimore & Drum Point. 

Work on this road has been suspended since last Fall, but 
will be resumed when the county subscriptions are confirmed. 
The whole length of the road will be 76 miles, of which seven 
miles are graded. The line from Baltimore to Annapolis will 
be 23 miles long, for eight of which the Annapolis & Elkridge 
will be used, leaving only 15 miles to build. 


Missisquoi & Black Rivers. 

The route of this road, of which a part waranty put un- 
der contract, is from Richmond, P. Q., the junction of the 
Grand Trunk’s main line and Quebec Branch, south by west 
about 55 miles to Richford on the Soutueastern road. 


Connecticut Railroad Commission. 

The bill to reorganize the commission and give the appoint- 
ment of the commissioners to the Governor has been favorably 
reported by the committee, and, it is said. is pretty sure to pass 
the Legislature. 


Montpelier & Wells River. 

An agreement has been made between this company and the 
Central Vermont by which the Central Vermont secures the 
use of the Montpelier & Wells River track for some two miles, 
from Montpelier to the Coffee House, for its proposed new line 
irom Montpelier to Barre. In return for this the Central Ver- 
mont depot in Montpelier is to be repaired and used in com- 
mon by both roads, and the Wells River trains will have the 
right of running to Montpelier Junction over the Central. 
Erie. 

The London Railway News publishes the following list of 
directors proposed for election at the annual meeting next 
month: Hugh J. Jewett (President), Thomas A. Scott, FE. D. 
Morgan, ¥. Schuchardt, 8. L. M. Barlow, H. R. Baltzer, J. 
Tylor Johnston, Homer Ramedell, John A.C. Gray, Giles 


uel Bridge, and the San 
egotiations are going on 
the grading of which will 





considerable grainin bulk, whieh comes from St. Louis over 
the St. Louis & Iron Mountain, the Nashville, Cha‘tanooga & | 
St. Louis and the East Tennessee, Virginia & Georgia roads. 
Considerable discussion been excited in Richmond by 
the refusal of the Adams Express Company to inte'change 
business and pro-rate charges with the express line over this 
road, The reason for this refusal is that the railroad compan; | 


Hotchkiss, Lucius Robinson, H. L. Lansing, Marshal O. Rob- 
erts, Henry G. Stebbins, Cortlandt Parker, J. T. Woodward 
and R, Suydam Grant. Those of this list who are in the pres- 
ent board are Messrs. Morgan, Schuchardt, Barlow, Baltzer, 
Johnston, Ramedell, Hotchkiss, Robinson and Parker. 

Ata mecting of the directors held June 22 it was resolved 
that the officers of the company take action to bring conspira- 


been completed and was opened June 24. It is 144 miles long, ~ 
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tors against the company to justice, either here or in Europe. 
This action, it would om pear, was a ys upon dispatches 
said to have been sent New York to London, stating that 
a receiver for the company had been appointed, and that pro- 

6 in bankruptcy would soon be instituted. It is desired, 


if 6, to putastop to the spreading of such rumors in- 
tended to influence the price of the stock, 
Wallkill Valley. 


The papers for the commencement of a foreclosure 
suit were filed fa the County Clerk’s office of Ulster County, 
ao 18, by the attorneys for the first-mortgage coon 
0) 


Berks Oounty,. 

The last rail on this road was laid June 18, and the road was 
forma! from Reading, Pa., through to Slatington, 
June 20. ¢ whole length of the road is af miles. It is in- 


tended as an extension of the Wilmington & Reading road 
northward to a connoction with the Lehigh Valley. 


_ Selma, Marion & Memphis. 

The bondholders held a meeting in New York, June 18, and 
received a statement of the condition and prospects of the 
company from Mr. A. J. White, the acting President. They 

chose Mr. A. 8, Sullivan, counse 

The bonds indorsed by the State of Alabama amount to 

$750,000. The company now proposes to make a new mort- 

6, issue new bonds and to exchange a portion of them for 

the old bonds and use the surplus to complete the road to 
Memphis. The proposition was submitted to the bondholders, 
and an opinion upon the — of the transaction having 
been obtained, at a second meeting, held June 20, they ac- 


cepted the proposition. A committee, with Mr, 8. Sabring 
as ch was appointed to consult with bondholders not 
present, 

Louisville & Nashville, 


This company has negotiated in England £400,000 ($2,000,000 
6 per cent. first mortgage bonds of the (leased) Bouth 
North Alabama road. 


Grand Trunk. 

A special meeting of the stockholders will be held in London, 
England, July 9, to vote on the question of accepting the act 
for the issue of consolidated debenture stock, passed in 1874. 
If the act is accepted, authority will be asked from the stock- 
og to issue such portion of said stock as may be deemed 

est, 


8t. Paul &. Pacific. 

The Court of Common Pleas at St. Paul, Minn., has declined 
to appoint a receiver for this road on the application of repre- 
sentatives of the Dutch bondholders. The Court held that, 
from all that has been made to appear, the company is not in- 
solvent, the road is good security for the bonds and tie man- 
agement is efficient. It is therefore not for the interest of the 
creditors, a the petitioners themselves, that a receiver 
should be appointed. 


Midland of Oanada. 
The change of gauge from 5 ft. 6 in, to 4 ft. 84% in. was com- 
— June 15, é@rosd is 86 miles long, from Port Hope, 
nt., to Orillia, with a branch 33 miles long to Lakefield, mak- 
ing 119 miles of road changed. The change was rendered 


n by that of the Grand Trunk, which is the Midland’s 
main connection, 
Dallas & Wichita. 


A correspondent informs us that work on this road is pro- 
pe yon actively, The line of the road is through one of the 
est agricultural districts of Texas. In Archer and Wichita 
counties, about 150 miles west by north from Dallas, are very 
sutonaise deposits of copper ore, which the road is expected 
reach, : 


Peoria, Pekin & Jacksonville. 
This company is about to construct an iron bridge over the 
Llinois River at Pekin. The road is said to be in excellent 


condition, 


Baltimore & Ohio. 

The bill to authorize this company to change the location 
of the road in the District of Columbia, and to build a branch, 
has both houses of Congress and has been signed by 
the President. 

The new elevator at Locust Point, opposite Baltimore 
is rapidly approaching completion and will probably be opene 
July 1. The ground plan of the elevator measures 326x96 feet, 
exclusive of a tire-proof engine-house, 42x42 feet, which is lo- 
cated on the land side. The height is 170 feet from the water 
to the peakof the roof. There are 211 bins, measurirg 114% by 
11% feet, and their elevations are as follows: 104, 67 feet high; 
8, be feet high, and 54, 60 fect high. 
he machinery will be driven y two engines of 300 | orse 
wer each, built by the Fishkill Landing Machine Works, 
onthe Hudson, New York. Three large boilers have 
been erected by the company’s Master Machinist, Mr. J. ©. 
Davis. The entire structure has been covered by the company 
on the sides with iron and roofed with slate by contract. On 
either side of the elevator are eight iron doors, 6 by 10 feet, 
and over each door is located a shipping spout. At the end of 
the elevator is also located a door and ashipping spout. There 
are 16 large-size Fairbanks scales. Two tracks enter it, anda 
track is located on either side. A wharf twelve feet wide runs 
around the entire front. A i machine is now at work, 
and the depth of the water will be increased to twenty-four 
feet. The capacity of the elevator will be 1,500,000 bushels, 
and five large ships can be accommodated at a time. 
Work on the foundations was commenced 15 months ago, 
and has been continued since without a ag oy Some idea 
of the labor involved may be formed from the fact that 11,750 


iles, varying in length from 50 to 80 feet, were driven for the 
Houndations Much of the work has been done in the company’s 
shops. 


Golden City & South Platte. 

This road is about 20 miles lung, from Golden, Col., south- 
east to the Denver & Rio Grande at Plum Creek. It will con- 
nect at Golden with the Colorado Central and at Bear Creek 
with the Denver & South Park. The road is very nearly com- 
pleted ready for the iron. It is to be of 3-feet gauge. 


Lake Ontario Shore. 
The work of completing the road to Charlotte, N. Y., has 
been commenced, e branch from Charlotte to Rochester is 
to be built as soon as the track is laid to Charlotte. 
Erie Oanal. 
The Buffalo Board of Trade has 


Government engineers with a 
maximum capacity for furnishing cheap transportation. 


assed resolutions urging 
the expediency of having a survey of the Erie Canal made by 
ew to its improvement to its 
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Laclede & Fort Scott. 


A private meeting of stockholders was held in St. Louis, 
June 15. During the meeting a summons was served on the 
officers by the at.orneys of Mr. Burgess, the original con- 
tractor for the road, who holds a judgment for ,000 for 
work done, and has a suit pending for $800,000 more, besides 
damages for breach of contract. 


Union Pacific. 

The place chosen for the permanent junction of this road 
andjthe Central Pacific is at Ogden, Utah, its present location. 
Brigham Young has given a traet of 133 acres of land on 
which to build the depot, shops and other necessary buildings. 
The junction of the Utah Central and Utah Northern roads 
will also be at this poiat. 


Illinois & St. Louis Bridge. 

Preparations are being made for a formal opening of the 
bridge with a grand celebration on the Fourth of July. The 
programme as arranged by a committee provides that the 
announcement of the rormal opening of the bridge shall be 
made by the President of the United States. Congratulatory 
addresses will be made by the governors of Missouri and Illi- 
nois, to which Captain Eads will respond; an address will be 
delivered by ex-Gov. B. Gratz Brown, there will be a proces- 
sion, a banquet and at night a dispiay of fireworks from the 
oe itself, It is intended to make the celebration a very 

ne one. 


Philadelphis & Erie. 
nM 


Since the opening of the Eastern Extension of the Allegheny 
Valley, this road has been receiving from the new line from 40 
to 69 car-loads of oil daily at Driftwood. This oil goes to New 
York by way of Harrisburg and the Allentown Line. The run 
S 280 miles from Red Bank to Harrisburg is made in about 26 
ours. 

On the new schedule which took effect June 1, the Niagara 
Express trains were puton, The passenger and east-bound 
freight business of the eastern end of the road is increasing, 
and is equal to if not greater than heretofore. 


Visalia Branch, 
The surveys have been completed and contracts let for the 
grading and the ties. 


West River. 

The town of Townshend, Vt., has raiie1 the money needed 
for the surveys and location of this pr‘ posed road, and work 
will be commenced at once, 


New Bonds, 


The New York Central & Hudson River Company invites 
proposals for $1,000,000 7 per cent. first-mortgage bonds, run- 
ning till 1903. Proposals will be received at the Treasurer’s 
office in New York until June 29, 

The New York & Harlem Company asks for proposals for 
$1,000,000 7 per cent. consolidated mentee bonds, principal 
due in 1900. Proposals will be received by the Treasurer in 
New York until June 29, 


The Illinois Tax on Oapital Stock. 

In the case of the Rockford, Rock Island & St. Louis Com- 
pany, the Ilinois Supreme Court has refused to enjoin the 
collection of the tax on the capital stock as assessed by the 
State Board of Equalization. The court held that the assess- 
ment is not oppressive or unjust and that, under the constitu- 
tion and laws of Illinois, the Board of Equalization has power 
to asses* taxes on the capital stock of all corporations which 
are created by or under the laws of Illinois. 


Chicago & Alton. 

The United States Circuit Court at Springfield, Il., has de- 
cided against the application to tiansfer to that Court the 
suit of the Railroad Commissioners against the Chicago & Al- 
ton Company, and has quashed the writ of certiorari. The suit, 
pean, goes back to the State Courts, or rather remains 
there. 


North Shore. 


An attempt is to be made to put this proposed road under 
construction. It was chartered in 1878 and the Jine has been 
surveyed and a little grading done, but no work has been 
going on for some time past. The road istorun from Rich- 
a | Hill, N. Y., along the north shore of Long Island to 
Orient, near the eastern end of the island. 


Hoosac Tunnel Line. 

In the Massachusetts Legislature nothing further has been 
done and no conclusion has been reached, except that Mr. 
Crane’s Atlantic & Ontario Trust Company’s bill was defcated 
by the decisive vote of 20 to 2in the Senate. None of the 
companies whose roads are in the tunnel line are now edvoca- 
ting consolidation and probably will not do so until the tunnel 
is entirely completed and paid for by the State, 


Richmond, Fredericksburg & Potomac. 

A fast express train has been put on from Richmond to Bal- 
timore, which leaves Richmond at 7:30 a. m., and reaches Bal- 
timore 1:25 p. m., making the run of 159 miies in six hours, 
no very remarkable speed north of Virginia perhaps. The 
South-bound train leaves Baltimore 4:10 p. m., and reaches 
Richmond at 10:30 p. m. 


Utica & Black River. 


Svokneing has been commenced on the extension from 
Theresa, N. Y., northward to Morristown. 


Rochester & State Line. 

Work has been recommenced on the line from Leroy, N. Y., 
southwest. The ballasting on the line from Rochester to Le- 
roy is being finished, and trains will soon be put on. 


Oalifornia Pacific, 


Notice is given that the July coupons on $2,250,000 first- 
mortgage and $1,600,000 second-mortgage bonds of this com- 
pany will be paid on and after July 1, on presentation at the 
National Park Bank in New York. 

Reports have been freely circulated for some time past, 
=v in California, that these July coupons would not be 
paid, 


New York Elevated Railroad. 
A meeting of merchants was held in New York, June 22, Mr. 
Abram 8, 
vhe Governor to approve the bill lately passed by the Legisla- 
ture authorizing the extension of this road from its present 
terminus at Thirty-fourth street to Fifty-ninth street. Speeches 
were made eulogising the road as the only plan of rapid transit 
yet put into practical use. 
Duxbury & Oohassett. 
The last rail has been laid on the extension of this road, 


which is itself an extension of the Old Colony’s South Shore 
Branch. The extension is four miles long, from the late ter- 





Valley, of Virginia. 


ton, Va. 


has been issued for a convention to be held in Staun- 
* tember 9, 1872, to advocate the proposed exten- 


e Valley Railroad southwest to the Tennessee line. 
have been la off the bri 

River, w! will be of iron about 1,000 feet long. 

There is some talk of h up the 

trom Staunton southwest in’ 

have that section completed this summer. This co 

by concentrating the now distributed along the line, 


e over North | Kingston. 


work on section | Delaware, Lackawanna & Western. 

The Binghamton (N. Y.) Times says: ‘‘The wages ot the 
employcs in the shops of the Delaware, Lackawanna & West- 
ern Railroad at Syracuse, Utica and this city have been cut 


bridge sosaty, 2 Fo » 


minus at South Duxbury, Mass., southwest to the Old Colony’s 
Plymouth line in Kingston. The South Shore and Duxbury & 
Cohassett roads now form a loop line 48 miles long, from the 
Old Colony’s main line at Braintree to the Plymouth Branch at 


ewitt presiding, and resolutions were passed urging 





down 10 per cent. We also understand that the same redyo. 
tion has been done at Scranton and Great Bend. Several of 
the hands are being discharged at the former place.” 


Salt Lake City & Ooalville. 
The capital stock of this newly incorporated Utah com 
is to be $1,000,000 and the incorporators are as follows: ris W. 
Schotield, New York; B. W. Morgan, Pennsylvania; Wm. B. 
Welles, Frank Fuller, H. ©. oodspe John W. Kerr 
George M. Scott, Joab Lawrence, B. M. DuRell, M. Kirk: 
—" Warren Hussey, E. H. Barron, Hugh ite, T. R, 
ones, H, Wadworth and J. M. Burkett, Salt Lake City. Sur. 
veys have already been made of the line and a practicable 
route found. The distance from Salt Lake to Coalville is about 
35 miles, and at the latter place connection is made with the 
Summit County road, a branch of the Union Pacific, 


North Oarolina. 

In the case of Swazy against this company, in which guit 
was brought to compel the sale of the Stute stock in the com. 
pany, to pay interest on what are known as special-tax bonds 
which were ori inally issued in aid of the road, th. United 
States Circuit Court at Raleigh, N. C., has given its decisior, 
The sale of the stock for the purpose named is ordered, but 
the Court postpones the day of sale until April 1, 1875, in order 
to give the State time to arrange for the payment of the in'cr. 
est in arrears. 

Meetings. 

The following companies will hold their annual meetings at 
the times and places given: 

Lake Shore & Tuscarawas Valley at the office in Clevelsnd 
O., July 8, at 2 p. M. i 
North Carolina, at Hillsboro, N. C., July 9. 

Central Pacific, at San Francisco, Cal., July 14, 

California Pacific, at San Francisco, Cal., July 15, 
Sacramento Valley, at San Francisco, Cal., July 15. 


Dividends, 


Dividends have been declared by the following companies : 
Rome, Watertown & Ogdensburg, 3% per cent., semi-annu: |, 
payable July 15. 

United New Jersey Railroad & Canal, 2%% percent., quarter!-, 
neyo July 10. 
P hiladelphia & Trenton, 2% per cent., quarterly, payable 

10. 

ousatonic, 4 per cent., semi-annual on the preferred stock, 
payable July 25. 
ells, Fargo & Co. Express Company, 4.per cent., pay.’ 'e 
July 15. 


Pennsylvania—New York Division. 

A partof the machinery from the Bordentown shops 15 bei: 
removed to the new shops on the Meadows, and a number 4 
the men from Bordentown will also be employed there. cr- 
siderable repair work is being done at the new shops, in tke 
finished buildings. Not much progress is being made on the 
freight-car repair shop; which is the principal building yet 
unfinished. 


Atlantic & Great Western. 
English papers publish some clauses of the lease to the Erie 
Company. The rent to be paid is 28 per cent. of gross earn- 
ings for the first year, 29 per cent. the second year and 30 per 
cent. for the remaining 97 years of the term. The rental is 
eo monthly, the payment for each month to be made on 
he first day of the second succeeding month at such place as 
may be Seargnaten by the Atlantic & Great Western. dues 
for labor and supplies owing by the Atlantic & Great Western 
at the commencement of the lease shall be paid by the Erie, 
and al) supplies on hand shall be turned over to the Erie, No 
eg of the equipment of the Atlantic & Great Western shall 
© used off its own road except as necessary in the exchange 
of through business. In all cases where equipment from one 
road shall be used on the other, mileage shell be allowed 
pentane and shall be adjusted in the monthly statement of 
accounts, 


Nashua & Rochester. 

The grading and masonry is all completed, and the rails are 
being laid se —— It is thought that the road can be 
opened for business by September next. 


Galveston, Harrisbure & San Antonio. 
The track is laid to Waelder, Texas, 18 miles west of the late 
terminus at Flatonia and 182 miles from Harrisburg, the east- 
ern terminus. The work is progressing steadily, and the 
track is expected to reach San Marcos, 30 thiles west of Wael- 
der and 58 miles from San Antonio, in July. 


Wilmington & Ooast. 
The directors of thie company have resolved to contract im- 
mediately tor the construction of a narrow-gauge line from 
Wilmington, N. C., northeast to the Sound. 


Atchison Bridge. 

The directors have resolved to allow the sale of $1,200,00 
bonds at 85. It is stated that an offer has been made at th t 
price. 


Keokuk & Des Moines. 
It is proposed to build a branch about two miles long from 
Oskaloosa Station, Ia., to the town of that name. 


St. Louis, Keosauqua & 8t. Paul. 

The four miles from Summit Station on the Keokuk & — 
_— road to Keosauqua is graded and track will soon be 
aid. 


Harrisville, : ; 
A contract has been made with Mr. Benson, of Pittsburg , 
Pa., who agrees to have twelve miles of the road, ee 
Carthage, N. Y., east by north to Natural Bridge, comp ¢b ; 
this year, and the remaining 12 miles to Harrisville in ano rd 
year. He is to have a lease of the road for 99 years ides 
completion. The road will open up a lumber distuict, besl 
some large iron ore deposits. 


Dayton & Union. ; , 
It is stated that the contest for the possession of poe be 
has been closed by a compromise, and that it will ners “a 
operated for joint account of the Cleveland, Colum rod 
cinnati & Indianapolis and Cincinnati, Hamilton & Dayo? 


St. Louis, Jerseyville & Springfield. 1. Te 

The books for stock subscriptions were opened A Sem 
amount (o be taken beiore commencing work on the 
Jerseyville, Ill., to Grafton is $500,000. 


Montpelier & Rutland. oo 
This enterprise has been revived and the Come ope! 4 

were to meet June 23, at Rochester, Vt., to arrange comprny: 

ing books for subscription to the capital stock of the , 


Allegheny Valley. ‘dent 
At the Sesttn g of creditors in Pittsburgh, June 16, Presid to 
Scott submitted a statement showing the total floa OF ut ip 7 
be $6,360,856.45. It-is proposed to fund this flosting ia. 
pe cent. bonds, secured by a mortgage or trus — pressed 
homas A. Scott, who was present at the meoting, on ite eB" 
his belief of the company’s ability to pay 7 per CoM’ 1. com 
tire debt in three years. The report was referred 
mittee 4 Sve, wite eomnamiiee ——— a , 
ommending the issue of gold bonds Com- 
such tends to be endorsed by the Pennsylvania Railrosd 
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nia Railroad Company. 


New York & New England. 

An attempt is being made to raise by subscription among 
the stockholders the money necessary to pay off trustees’ 
ligbilities and secure the transfer ot the road to the new com- 
pany. The subscription agreement provides that the money 
pall not be payable until the whole amount, $746,500, is sub- 
seribed. Sabseribers will receive from the company an obli- 

tion to the amount of their agen which obligation 
Coors 10 per cent interest and is payable in two —- or may 
be, if the holder desires, exchanged for the first-mortgage 
bonds to be issued hereatter, ~ 


Toledo, Peoria & Warsaw. 

The answer of the comapeny to the complaint in the fore- 
closure suit has been filed. The default is admitted, but the 
company submits to the court the = whether it had un- 
der ita charter and the laws of the State authority to make the 
consolidated mortgage and issue the bonds. A list of the 
fuating debt and judgment creditors is appended and the 
Court is asked, in case a foreclosure and sale should be or- 
dered, to provide for the payment of all creditors from the 

roceeds, ; 

The trustees have submitted a report to the Court showing 
that from February 3 to June 15 their receipts had been $452,- 
053.87, and disbursements, $441,483.88, leaving a balance of 
$10,569.49. Of the money paid out, $65,872.19 was on the pay- 
rolls of the company for December and January, before the 
trustees took possession. 


New York, New Haven & Hartford. 

A determined attempt to wreck a passenger train was made 
near Greenwich, Conn., on the night of June 19. The place 
chosen was @ covered wooden bridge about 75 feet long and 
20 feet above the water, the bottom of the stream being rough 
and rocky, and the bridge being just at the end of a curve. 
The Springfield express leaving New York at 8:10 on that 
evening struck sowie rocks laying on the track on the oe 
and threw them aside, doing no damage. A following freight 
found the track clear, but the Shore line express, an hour 
later, ran into some large rocks + down among the ties 
and seriously damaged the frontof the engine, which was 
brought at once to a stand still, but did not leave the track. 
Both passenger trains were heavily loaded, and the first one 
carried an express car in which was a large number of money 
and other valuable packages. It was thought that the obstruc- 
tions were put on by some tramps who were > off a freight 
train at that point earlier in the evening. Four men were 
arrested on suspicion. f 

The company has brought charges of fraud against- Mr. 
Ourtis Everett, its Superintendent of Docks in New Haven, 
and has put attachments upon his property, which is said to 
amount to $70,000. 


Grand Trunk. 

Mr. C. J. Brydges, the late General Manager, in a speech 
made by nim at a public dinner given him in Toronto, made 
the following very good statement of the peculiar disadvan- 
tages which this road has in competing for through traffic, 
disadvantages which seem not always to be recognized by the 
English proprietors : 

“The Grand Trunk, he might say, would always have to 
contend with three great difficulties, tending to diminish its 
profits. One ot these was that it ran outside the line of other 
companies, making its road to a certain point longer than 
theirs. There was a second difficulty—viz., aclimatic one. It 
was the longest railway in the country, and had to contend 
with greater falls of snow than wad any other. Ita cost of 
working must consequently be greater in Winter than that of 
other lines with which it had to compete. The third and last 
ry source of difficulty which it had to meet was the fact 

hat it ran side by side with the most splendid and unrivalled 
system of water communication in the world. hat was a 
fault owing to its geographical position, but its tendency was 
to reduce the profits derived from working the line by lower- 
ing its prices. These difficulties must always tend to make it 
‘matter of extreme difficulty to meet the natural expecia- 
tions of those persons who had spent their money in construct- 
ing the line.” 

¢ London Railway News of June 6 says, with regard to 
the new management : 

Mr, Hickson, the Treasurer and Secretary in Canada, is to 
take the place of Mr. Brydges as President of thé Executive 
Council, but will not succecd that gentleman in the office of 

aging Director in Canada, for Mr. Seargeant, who has been 
for some time past General Manager of the South Devon & 

Cornwali lines, will be the Vice-President of the Council, on 
vhich Mr, Hannaford, Mr. Spicer, Mr. Wallis and Mr. Steven- 
ton, being the four penoee departmental officers, will also 

Ve seats, as originally arr::nged. For the conduct of the 
business to be brought before the Council, it is arranged that 
Mr, Hickson is to have two votes, while Mr. Seargeant is to 
have one, thus always securing action on the of the Coun- 
til, subject, of course, to an active supervision on the part of 
the London board. 

reference to this arrangement, we have to congratulate 
Grand Trunk peg ay | on their good fortune in having 

‘cured the services of Mr. Seargeant, for, according to all we 

ve heard of him, he is a man of great administrative ability. 

¢ has, in his relation to the South Devon, exhibited a con- 
érable amount of parliamentary and diplomatic skill and 

‘nacity of purpose, both useful qualifications in one who has 

‘take charge of Grand Trunk interests in Canada. We un- 

n nd that Mr. Seargeant is to sail for Canada on the Ist of 

one and that the President will personally introduce him 

with whom he will have to co-operate in the local 

Management of the company’s affairs.” 

Vitoonsin Valley. 

‘ letter from Mr. James F. Joy to Mr. F. O. Wyatt, Chief 

dgineer of this road, recently published, says that all his 

Py in New York and Boston to obtain money for the exten- 

= st this road this season to Wausau have failed. Mr. Joy 

pisins this disinclination to invest in the road as follows: 
tatend I saw you and authorized you to say that we would 
ot Winoene toed beyond Knowlton, the act of the Legislature 
tay be nein regulating the rates and fares at which business 
— on the railroads of that State has been published 
|p me known to the world. The effect has been such as 
py ad it almost, if not quite ienpossiiite to induce capital- 
wind money into that kind of property in the State at 
e and it may in consequence be wholly out of our power 
wah emplish the extension. I find all capitalists discouraged 
They ont hopeless as to the future of railroads in your State. 
oom even to prefer to totally lose all they have invested 
Tather than make the effort to save it by aiding the 
to improvements and extensions requisite to give value 

‘isting Property.” 


to York & Oanada, 


ndent informs us that the grading on this road 
Omit to Port Henry, N. Y., is coms eted. John 
between th contractor, has a very iarge force of men at work 
bait by © latter place and Pittsburgh. This road is being 
Coupeny sate furnished by the Delaware & Hudson Canal 
between wane already controls a continuous hne of railroad 
“Peaneyivane its southern terminus, and the coal fields 
& Several of the promiment stockholders 1n the 
Hudson Canal Company have made extensive pur- 








St Louis & Southeastern. 


Thie company has made a pes to tho city of Evans- 
ville, Ind., tothe effect that if the city will subscribe to the 
stock of the company a tax of 1 per cent. on 1ts valuation and 

ive 20 acres of suitable land, the company will build on that 
and and will also build a track down the river from a point in 
Kentucky —— Evansville, to Henderson. 

It is said that the Mt. Vernon shops will not be rebuilt, but 
that new shops will be located at Believille, Il. 


Easton & Amboy. 
bayre ey rogressing from Bound Bro.k, N. J., east- 
ward toward New Market, though the tracklayers are delayed 


somewhat by unfinished bridges. The eastern section, from 
Bound Brook to Perth Amboy, will be finished by August 1. 
The road is being built in a very substantial manner. The 
Keystone Bridge Company is putting up all the bridges. 


Portland & Ogdensburg — Vermont Division. 

A small force is kept at work on the grading between Hyde 
Park, Vt., and Swanton, and 30 miles out of the 38 are graded 
and ready for the rails. 


Philadelphia, Wilmington & Baltimore. 

The new iron span of the Susquehanna Bridge at Havre de 
Grace, Md., has been completed. The span is 255 feet 1 ng 
long and was built by the Baltimore Bridge Company. The 
a of this bridge are to be gradually replaced by iron 

ereafter. 


Geneva & Ithaca. 


London papers of June 6 have an advertisement offering an 
issue of $300,000 of this company’s 7 per cent. tirst mortgage 
gold bonds, guaranteed by the Geneva, Ithaca & Athens Com- 
any, at B7i7 This issue is at the rate of $20,000 per mile on 
the ie from Geneva to Ithaca. The Ithaca & Athens with 
which it is consolidated, earned netin the year ending with 
September last nearly $50,000 more than enough to pay the in- 
terest on this and the old debt of the consolidated company. 


New York & Oswego Midland. 


A meeting of bondholders was held in New York, June 19, to 
receive a rep rt from the committee previously appointed. 
Two reports were presented, one by Mersrs. Meier, Drier and 
Perkins, w ich praised the management of the receivers and 
recommended their continuanc.: in possession until the com- 
pan could be es reorganized. The report discusses 
tue question of the leg lity of the issue of receivers’ certifi- 
cates, and considers that their issue has been of benefit to the 
bondholders, as putting out of the way many claims which 
needed immediate settlement. A formal recognition of th. 
certificates by the bondholders is recommended. The policy 
of retaining certain leased lines is -“ “ as they have 
trought much traffic to the main line. The report adds that 
in eonference with the committee of second-mortgage bond- 
holders the belief was expressed that the junior interests 
should not be required to contribute as large a percentage of 
cash in the reorgan zation as the first mortgage, as their pros- 
pect of benefit was more remote. : 

A minority report, presented by W. A. Stevens, assailed the 
management of the receivers and the issu : of certifica es, and 
recommended that the road should be put in the hands of a 

ractical railroad man, It was also recommended that the 

ndholders present should form » convention, prepare a plan 
of reorganization, and appoint a committee to buy in the road 
at foreclosure sale. 

After an animated discussion a resolution was passed to ap- 
point a committee to report to a future meeting a plan of re- 
organization which shall protect the interests of the creditors, 
The members of that committee are: L. H. Meier, New York, 
Chairman ; C. L. Perkins, M. Drier, New York ; A. D. Mather, 
Utica, N. ¥.; J. N. Clarke, Oxtord, N.Y. ; H. Wheel'r, Phila- 
delphia ; Newton Chase, Hartford, Conn. The committee has 
power to fill vacancies. 


Northern Pacific—Pacific Division. 

The repair om. which have heretofore been at Kalama, 
W. T., the Columbia River terminus, are to be removed to 
Lacoma, the Puget Sound terminus. 

Joliet & Northwestern. 

Three lines have been surveyed from Aurora to Joliet, and 
the right of way is being negotiated for. It is thought the 
middle line, through Plainfield, will be adopted. 
Poughkeepsie & Eastern. 


In a suit against this company Judge Barnard, of the New 
York Supreme Court, has appointed Jacob B, Carpenter Re- 
ceiver. 


Martha’s Vineyard. 
The grading on this line is more than half done and it is 
intended to have the road completed in J at It is a narrow- 
auge road, running across the island of Martha’s Vineyard 


rom Katama to Oak Bluffs, and is about 12 miles long. It 
will be chiefly a summer road. 


Boudin. 


Railroad Companies’ Reports and Statistics. 





To THE Epiror oF THE RAILROAD GAZETTE: 

Railroad companies, in their published reports, usually give 
certain statistics, formulated “ per mile operated,” “ per train 
mile,” ‘per ton transported,” etc. The use of these tables, 
which are constructed at considerable cost, does not very 
clearly appear. 

The purposes for which statistics are required after ascer- 
taining gross earnings and expenses are : 

ist. To ascertain the amount and nature of business done 
during the year, upon which to base an estimate of the pros- 
pects of the coming year and to compare the business of dif- 
ferent years. 

2d. To ascertain whether the road has been operated eco- 
nomically. 

3d. To ascertain whether the charges for transportation can 
be reduced or must be raised. 

To ascertain the amount and nature of the business done, 
simple addition by the brains of an ordinary clerk suffices; but 
when it is desired to investigate tne character of the manage- 
ment or the reasonableness of transportation charges, very 
great difficulty is experienced for want of a standard of com- 
parison. It is so easy to measure our track by the mile, our 
coal by the ton, our oil by the gallon, that the desire to find some 
equally facile means of gauging the operations of railroad com- 
panies has led railroad economists into the maze of “ train- 
miles,” “tons-lifted,” “ tons-hauled-one-mile,” etc., all of which 
formule have some use, but not one of which, taken by itself, 
gives reliable information as to the operations of a railroad. 





For instance, taking the train mile as the standard, we find 
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running their trains. The Boston & Providence, a wealthy, 
well-managed corporation with a business skillfully and eco- 
nomically conducted, returns $1.70 per train-mile as the cost 
of its operation. The Eastern, which is yet suffering from the 
effects of former ill-management, and which by reason of active 
competition is compelled to adopt a liberal policy and a more 
expensive system of operation, returns the cost of its business 
at $1.06 per train mile, or 87 per cent. less than that of its 
antipode, the Boston & Providence. We can understand why 
this appears so; but it is also easy to conceive how, when such 
standards are set up by railroad economists, the impractical 
members of the community have concluded that there should be 
a uniform charge per ton per mile. Indeed it is not to be won- 
dered at that “the People,” after perusing the masses of 
figures given in railroad companies’ reports and in railroad 
commissioners’ volumes, should, in despair, come to the con- 
clusion that the whole thing is a fraud, that railroad com- 


panies make enormous profits and endeavor to hide their 
tracks, 


Mr. O. Chanute, in his very able paper read before the 
American Society of Civil Engineers in February last, has 
clearly dcmonstrated the intricate and complicated nature of 
the work to be done, the utter valuelessness of the methods 
by which it has been hitherto attempted to compare 
the working of different roa’s, and the fact that “so 
complicated does the subject become, upon even a slight ex- 
amination, that railway managers are very” loth to commit 
themselves to positive statements as to tne cost of particul. r 
portions of their traflic; and much of the reticence which has 
been so sharply criticised during the discussion which has 
been going on in the public prints on this subject is no doubt 
due more to the unwillingness to put themselves on record 
concerning points which are by no means clear even to them- 
selves, rather than to any disinclination to enlighten the 
public.” 

The able writer has clearly shown the uselessness of the 
“*train-mile,” “ ton-lifted” formulw, except as integral parts 
of a standard of comparison for different roads, yet has sug- 
gested no method of comparison. Fools rush in where angels 
fear to tread ; nevertheless, when so able and experienced a 
man as the author of the paper referred to confesses himself 
unable to solve the problem, some of us who are comparatively 
tyrov, with a fame not so bright as to be easily tarnished, may 
attempt, even though we do so but to fail. 

In the expenditure of railroad companies we find there are 
two classes, one independent of, the other in direct proportion 
to, the volume of business done; yet it is almost impossible 
to separat: them and to estimate accurately the value of each, 
Mr. Chanute has divided the elements of cost into : 

I. Roapway Onances (including taxes), independent either 
of the volume or character of the traffic. 

If. GENERAL Expenses, varying somewhat in proportion to 
the volume of trade obtained, as well as with the length of 
road, but apparently independent of the distance the traffic is 
to be carried. 

III. StaTion hexvice, varying nearly in proportion to the 
tonnage handled, but independent of the distance it may have 
to be carried. 

IV. frack Repatns, varying with, but not in direct ratio to, 
the tonnage transported and speed of trains, affected by con- 
struction, equipments and peculiarities of soil and climate. 

V. Car SEnvice, varies with car mileage, but affected by de- 
tentions. 

VI. Train Service, varying with tonnage and distance trans- 
ported, affected by character of the line. 

VII. Insurance, dependent upon value or perishable nature 
of goods carried, 

Having made this division, the writer seeks to find a stand- 
ard of measurement for each an. #0 compares roadway charges 
by the ton per mile, general expense by the ton lifted, station 
service and train service by the tons carried one mile, track 
repairs by the train mile; bat for car service and insurance no 
definite standard can be used. As the writer says, the various 
expenses included in these divisions are so combined with 
each other in so many different operations that it is very 
difficult to separate them, We find in each division certain 
constant exp ind lent of the quantity of traffic, and 
the great difficulty is to separate these constant expenses from 
the variable ones, which are in direct proportion to the volume 
of business. It is evident that the same standard applied to 
the constant and to the variable expenses will give results of 
no value for comparison; it should therefore be our aim to 
separate the two kinds as much as possible and apply a differ- 
ent standard to each. 

I would suggest a division of elements of cost as follows: 

I. ManaGement.—Including all expenses of the general 
office and establishment and the Superintendent’s offices and 
establishments, 

Il, Up-keer or Permanent Fixtures.—Repairs of earth 
works, masonry, permanent way, buildings, track repairs, 
fences, etc. 

III. Insunance.—On buildings, stock, etc. 

IV. Taxes. 

V. Law Expenses.—Including all law expenses except those 
of the loss and damage department. 

VI. Construction Account.—All new rolling stock, addi- 
tional buildings, improvement of structures to adapt them to 
increased business, additional sidings, etc. 

VII. Cosr or Opraintna Busrvess.—All outside offices, 
agencies, commissions, advertising, etc. 

VIII. Loss anp Damacr.—aAll claims paid for damage to 
person and property, and the law expenses of this department. 

IX. Cost or TRansporTaTion.—Station offices and estab- 
lishments, train services, all expenses of locomotive depart- 
ment and of telegraph department, repairs of rolling stock. 








Taking the first division—Management—we find that these 
expenses depend in a very slight measure on the business 


